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Another Step Toward 
Better Car Illumination 


ULLY a quarter of the surface and elevated car 
| mileage as well as all of the subway car mileage is 
run in the dark. Therefore, in that proportion illumina- 
tion of cars and stations is important. 

Many years ago the tantalum lamp, burning in a 
vacuum, was brought out, and was quickly succeeded by 
he tungsten lamp, also burning in a vacuum. Since 
that time great advances have been made in the art. 
The most recent development for stationary lighting 
has been the concentrated filament gas-filled lamp. 
Units of this latter type have not been available in 
the smaller sizes suitable for car lighting service be- 
cause of the peculiar conditions of rigidity required. 

The new lamp for car lighting described elsewhere 
in this issue, designed to be burned all in series on the 
'600-volt circuit, marks an important advance in the art 
of car lighting. This latest development has been made 
Eesible by the use of a self-contained cutout or short- 
eirewiting device. This allows the use of a rugged 

fiament burning in an inert gas and overcomes many 
of the disadvantages of series circuits. 

It bids fair to make possible more and better illumi- 
nation with a reduced over-all cost for energy and lamp 
renewals than with lamps of standard types. The wir- 
ing system is considerably simplified, and only one 
switch and fuse are needed. It should be possible to 
equip new cars at a lower first cost and to change over 
existing cars with only a nominal expenditure. This 
change can be made at periods of general overhauling. 


Philadelphia’s Eight-Cent Fare Case 
in Serious Difficulties 


ECENT testimony pertaining to the Philadelphia 
Rapid Transit 8-cent fare hearing before the Public 
Service Commission in Philadelphia seems to have de- 
generated into a series of opposing testimonials offered 
by experts selected with care by the interested parties. 
Throughout the entire series of hearings, extending now 
Over several months, there seems to have developed a 
certain lack of confidence in the disjointed train of facts 
‘esented. 
Bight cents is not an exorbitant fare for good service. 
f charged it should be determined upon an orderly 
I tation of facts that show the complete story of 
he- financial situation in a way that inspires confidence. 
Without confidence testimony has but little value. 
_ Coincident with the development of this case the 
ersonnel of the commission has been ina state of 
ix. In the beginning the commission, consisting of 
a members, had four appointees by Governor 
Pinchot, the present incumbent, and three members 
appointed by a former administration. With the Gov- 
ernor’s attempt at the removal of Commissioners Benn 
4 Shelby, there now remain four appointees of Gov- 
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ernor Pinchot with only Chairman Ainey holding over 
from an appointment many years ago plus the two 
commissioners whose status is in question. With the 
present uncertain line-up of the commission, it is ques- 
tionable whether it can reach a decision. If it does, it 
is doubtful whether the decision will be of great 
value. 

The Governor places his claim of the right to dismiss 
public service commissioners on the constitution of the 
commonwealth, which states that the power that ap- 
points may dismiss at pleasure. The two commissioners 
who have recently been dismissed by the Governor claim 
that their removal is not valid, because the act of the 
legislature creating the public service commission pro- 
vided for appointment by the Governor for a period of 
ten years without the possibility of removal except on 
preferment of charges followed by a hearing. 


Art Turned to Advantage 
to Sell Transportation 


USTIFIABLE civic pride is occasioned in Chicago 
by its utilities winning five awards out of a total 
of six offered for a collection of beautiful posters. This 
was a notable achievement. Sixteen transportation 
companies, both American and foreign, entered the 
exhibit, held to stimulate the use of fine posters by 
American transportation companies. European roads 
have for many years issued beautiful and interesting 
posters from originals by artists of note, but only a few 
American lines have used fine material of this nature. 
Art critics and public opinion have pronounced: these 
Chicago posters, reproduced elsewhere in this issue, 
beautiful in design and color, significant in motive and 
moral and inspiring in effect. And so today Chicago 
utility heads are reaping the reward of obedience to a 
vision of some years ago which in unmistakable terms 
expressed the desire for things of beauty in an over- 
mechanical and utilitarian age; the need for strong 
motivation in selling a service and the gratification 
of being an inspiration to patrons and. fellow utilities. 
Certainly many men managing railway properties 
throughout the country know that just boldface signs in 
the cars indicating car destinations are neither restful 
to the eye nor convincing to the mind. The patron of 
today wants to travel, not just go, and en route his 
expectations can always be kept high if he sees before 
him artistic reminders of beautiful lakes he will sail 
or a famous building he will visit—not merely adver- 
tisements, but excellent lithographs with the touch of 
the artist making them real. Surely there is more 
mental and moral stimulus in such posters than in the 
everlasting didactics on keeping yourself, your clothes 
and your children fit. The car rider knows enough 
about the commonplaces of life. What he needs and 
wants, although he is not always aware of it, is a 
little poetry, and not of the Phcebe Snow variety. Per- 
haps the transit companies can help to supply this need 
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by hiring a real artist who will show and not merely 
tell the beauties of the countryside or the wonders 
within the city limits traversed by the railway lines. 
Whatever added expense might be incurred in this 
procedure would be more than compensated for through 
increased good will and in the gratification that must 
be felt by a railway manager when a work of art 
which he sponsored has inspired even one drab 
existence. : 

Chicago may well feel proud. But about New York 
and other large cities? Is the comment of one paper 
that Chicago dominated the exhibit and that it was a 
weak, small voice from the rest of the country to go 
unchallenged? Or won’t the advice to imitate Chicago 
and London offered by an official of the American 
Institute of Graphic Arts be heeded? Certainly the 
words of the chairman of the award committee, “May 
their example be an inspiration to other companies in 
this country to do the same thing for the benefit of all 
concerned,” should stir up other transportation man- 
agers to do likewise. 


Newspaper Engineering 
in St. Petersburg, Fla. 


OLD statements on transportation are made in a 
two-page spread in the St. Petersburg, Fla., Daily 
News of Aug. 4, reproduced elsewhere in this issue. It 
is physically an advertisement for the Daily News, but 
purports to be an attempt on the part of that newspaper 
to solve the transportation problem of St. Petersburg. 
However, by the use of insidious propaganda, an 
attempt is made to formulate public opinion against 
the railway. The statement’ appears: “It [the bus] 
is willing to work even after the electric plant is broken 
down.” Actual operation shows that the reliability of 
rail service is one of the most potent factors in its 
favor. It also states, “The day of the street car is 
passing,” without giving consideration to the economic 
necessity of using the investment that already exists. 
St. Petersburg has a trifle more than 14,000 inhabi- 
tants and has a municipally owned railway system 
consisting of 27 miles of track and 25 passenger cars. 
In this particular case the investment in the rail system 
is a first lien on the municipality. If it is scrapped, 
the loss in value must be absorbed by the taxpayers of 
the city. 

Holders of railway securities have been wrestling 
with this problem for many years and are every day 
making progress, looking toward its solution in a man- 
ner that will avoid wholesale economic waste. Here 
the security holders are the taxpayers—practically 
every inhabitant of the town. If-such propaganda is 
allowed to hold sway without resistance from the tax- 
payer, it proves even more conclusively that the railway 
industry as a whole must increase its efforts not only 
to acquaint our citizens with the facts of the situation, 
but it must more clearly and more forcibly point the 
_way to the correct solution. 

No modern operator today doubts the usefulness of 
the bus as a means of transportation, but is concerned 
with ways and means that will make for the best eco- 
nomic solution of the problem. A co-ordinated trans- 
portation system should pay a fair and adequate return 
on the co-ordinated investment to be sound in its basic 
principles. The user of the service must pay the bill. 
This is true’ whether the investment is of so-called 
private capital, which in reality is redistributed in many 


ELECTRIC ,RAILWAY JOURNAL 


Vol. 66, 


ways to the public, or whether it is a municipal iny st iz 
ment, as in the case of St. Petersburg. . 
Such rash attempts as this to throw away capital a) 
analogous to the man who will deliberately tear dow 
his home to erect another, the architecture of whic} 
he believes, but does not know, will be more pleasing 
the time being. Such superficial treatment of a se fo 
problem is to be regretted by every clear-thinkin | 
citizen. iy 


} 
| 


Necessity for Regulated Civic Development 
Becoming More Widely Recognized 


OW important it is to the efficient operation of th} 
public utility services of any city that civic devel 
opment be along carefully planned lines hardly need 

to be emphasized today. Had this been realized year) 
ago, many of our present perplexing problems, s) ‘| j 

as that of traffic congestion, with its serious effects 0} 
street car and bus service, might have been avoided. | 
Recurring alterations in the character of a neighb 
hood are an economic waste. While some individug) 
property owners may benefit from successive trans 

formations, the community as a whole suffers 0} 
account of the need for extensive changes in the w 
supply, sewer, gas, electric and transportation system 
These facilities would have been adequate for man} 
years longer if the original character of the distric, . 
had been retained. Moreover, it often is physica ihe 
impossible to make such changes in the original desi 
that it will properly meet the increased demand. Ha) 
it been possible in the first place to make a sen | 
th 


accurate estimate of the probable future needs, 
situation would have been avoided. : a 

Intelligent city planning and zoning can do much 
remedy this evil. Zoning is now going through a peri 
of litigation, but definite progress is being made. via 
ous support of the zoning principle should be given | 
all electric railway men. | 

Decisions of state courts in this matter have variel| 
somewhat according to the character of the judiciarie| 
Such variation is inevitable, however, because polic| # 
power can never be accurately defined, and will chang) 
with social conditions. Where the bench has a 
extremely conservative in its attitude, zoning haj) — 
advanced slowly, but where there have been more 
gressive judges its advance is more rapid. In } | 
Jersey, for example, the present situation is uncertai 
because of several decisions that the exercise of 201 
power was invalid. Other state courts have come 
quite different conclusions, as in Massachusetts, so | 
Wisconsin and California. 

The broad outlook of the Supreme Court of Califor 
is shown by a recent decision in which it was s 
in part that “police power is not confined with 
narrow circumscription of precedents resting on p 
conditions, which do not cover and control present-da 
conditions, obviously calling for revised regulations ' 


wise develops within reason to meet the change | 
changing conditions.” 

In general, it appears probable that the increasin 
complexity of urban life will force the courts to eve 
greater extensions of the police power. Careful plar 
ning today will do much to simplify the ras atio 
situation of the future. 
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Power Supply F acilities for 
Mlinois Central Railroad Electrification 


FIRST ARTICLE 


| Operation Will Be at 1,500 Volts D.C.—Duplicate Power 
| Lines to All Substations to Insure Continuity of Service 

—Mercury Arc Rectifiers to Be Used in Some Stations— 
| First Full Year’s Load Estimated at 55,000,000 Kw.-Hr. 


~\LECTRICAL energy 
| for the Illinois Central 
_—4 terminal and suburban 
© ctrification at Chicago will 
} supplied by the Common- 
yalth Edison Company of 
{icago, with which the rail- 
vid has entered into a ten- 
vir contract. The Edison 
eapany will own and oper- 
@: seven substations, which 
»1 supply 1,500-volt direct 
e rent and 4,000/2,300-volt, 
Bicycle, three-phase alter- 
» ling current directly to the 
vilroad company’s several 
‘tribution lines. The power 
eopany will also supply 
aernating current at three 
alitional points, where the 
«(road will provide space in 
© buildings for transform- 
®, switches, etc. All of 
tise substations will be fed 
@ectly from the generating 
sations of the Common- 
salth Edison Company or 
© Public Service Company 


Editor’s Note 


Principal features of the power supply 
facilities and distribution system design 
for the electrification of the Illinois 
Central Railroad terminal at Chicago 
are now available and will be published 
in two articles, of which this is the first. 
The many interesting design features of 
the four-wire catenary distribution sys- 
tem will be presented in the second 
article. 

‘Previous articles on this significant 
initial terminal electrification project in 
the Chicago district have been presented 
in Evecrric RAiway JouRNAL. Details 
of the new multiple-unit suburban cars 
now under construction were published 
Feb. 7, page 211, shortly after the orders 
were placed. .General terms of the 
power contract with the Commonwealth 
Edison Company, referred to in this 
article, were outlined in the Jan. 10 
issue, page 63. 


ered most economical to the 
railroad company and the 
contract was consummated 
on this basis. 

Although the Edison com- 
pany is providing substations 
at locations specified by the 
railroad company along its 
right-of-way, and although 
the Illinois Central is the 
only consumer in this dis- 
trict now requiring direct 
current at 1,500 volts, it is 
recognized that ultimate 
economies naturally can be 
obtained by the use of these 
substations as centers for 
the power company’s other 
distribution, and that there 
may be the possibility of ad- 
ditional economies by the: 
supply of power from the: 
same substations to other’ 
railroads which may electrify 
in the future. It only re- 
mains to work out suitable 
operating arrangements to 
permit such a development. 


»Northern Illinois, through which the contracting com- 
».y is supplying power at substations outside the city 
tits of Chicago. The electric service agreement pro- 
ves that transmission facilities to all the substations 
pl be such that there will be no interference with the 
* \ply to the railroad when any transmission line is out 
® service. This means that each substation will have 
») or more transmission lines for incoming power. 
7» substations will be supplied through underground 
bosmission lines within the Chicago city limits and 
‘ough either underground or overhead transmission 
4s outside. 

Several possibilities for the supply of power to the 
' trified railroad were considered. Negotiations with 
! power company originally involved two alternatives: 

| Purchase by the railroad of suitable high-tension 
| ‘Tnating current to be delivered to substations owned 
: ) | operated by it; (2) purchase of both direct and 
rnating current of voltage and frequency character- 
es desired on the railroad distribution line, substa- 
: is to be owned and operated by the power company. 
dng into consideration the cost of operating the 
\station system, the latter arrangement was consid- 


The practicability of constructing an independent 
power system by the railroad, including the power plant, 
transmission lines and substations, was considered care- 
fully. As might be expected, the higher cost of genera- 
tion at such a plant and the excessive fixed charges 
caused by a relatively high proportion of reserve gen- 
erating capacity made such a private generation scheme 
inherently less economical than purchase from a large 
and highly organized power system. Of perhaps 
greater importance is the lower degree of insurance 
against uninterrupted supply from a single isolated 
power plant as compared with supply from a system 
comprising a number of large interconnected generating: - 
stations. 

Various other factors affected the relative merits. 
of the several schemes. In a comparatively small power 
plant it was considered more difficult to keep abreast of 
improvements in equipment and economy of operation 
as compared with a large and rapidly growing sys- 
tem. Diversity of loads due to carrying all classes 
of service further increased the economy of generation 
and distribution which such a system could offer. 
Finally, the railroad company benefited by being: 
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relieved from carrying an investment in power plant 
and substations which, for the Illinois Central, would 
have involved five or six million dollars during the first 
few years, with further increases from time to time. _ 


LoAD MADE Up OF MANY PHASES 


All the power for operation required to be electrically 
performed by this railroad under the electrification 
ordinance passed by the city of Chicago on July 21, 
1919, will be supplied by the Commonwealth Edison 
Company. This does not necessarily affect one or two 
small generating stations now installed at the railway 


company’s shops. The ordinance provides, first, for 
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Outline Map of Illinois Central Electrification at Chicago Showing 
Extent of Electrification and Seven Initial Substations 


electrification of all suburban service by 1927, then the 
electrification of freight service north of Roosevelt 
Road by 1930, including the freight yards at South 
Water Street, which will remove steam engine service 
immediately adjacent to the Chicago Loop district. 
Finally, all major freight operations within the city lim- 
its are to be electrified by 1935 and all through-passenger 
service, under certain conditions, within the city limits 
is to be electrified by 1940. 

A large proportion of the immediate load is made 
up of the suburban electrification. At the present time 
some 400 suburban trains are operated per day and 
a large growth of traffic is anticipated after electrifica- 
tion. Four tracks will be used exclusively for this 
suburban service south of Eighteenth Street, a distance 
of approximately 2 miles; six tracks south to 53d 


ELECTRIC RAILWAY JOURNAL |. 


Vol. 66, 


Street, a distance of approximately 4 miles; four t 
to Kensington (115th Street), an additional 8 
and finally two tracks to the end of the suburban 
at Matteson, approximately 28 miles from the Rai 
Street downtown terminal. In addition, there 
double-track branch of 44 miles to South Chicago, 
ing a thickly settled residential district and pro 
frequent service, and a single-track branch of 42 mild 
to Blue Island, south of the city limits. This trad] 
scheme, comprising a total track mileage of approx| 
mately 110, exclusive of yard and shop facilities, | 
shown by the accompanying diagram. 
Future electrification will involve from two te fi 
freight tracks and two or four through-passengi| 
tracks. It is planned to make the change-over afl 
electric to steam for both of these services at Harye| 
20 miles from the center of Chicago. This point is 4 
the north end of Markham Yards, the new freigi| 
classification yard now being constructed. ; 


{) 
EXTENSIVE TRACK REARRANGEMENT NECESSARY ; 

Preliminary to installing structures and wiring fil 
the initial stage of electrification, it has been necessai) 
to rearrange tracks and facilities to a maximum degr | 
of permanence. This has involved anticipating futul 
traffic needs, so far as possible, and planning all f. i| ; 
ties so as to develop the available right-of-way fi 
greatest possible utility. The railroad has at the sar) 
time adopted the policy of eliminating all grade Cros} 
ings, whether railway, highway or pedestrian, along t| 
main line in the Chicago terminal division. New ove! 
head or underground crossings have required consi¢ el 
able track elevation and depression, together with fi i 
ing and cutting of the right-of-way. Thus, neat! 
every part of the right-of-way is undergoing extensi 
track changes and reconstruction, which must nee« 
sarily be done before construction work for the clear 
cation proper can proceed. 


RELATION OF TENANTS 


<a, 


Power for traction required by tenants will 
sarily be taken under the new contract, for the 
will be used not only by the Illinois Central Railro| ¢ 
but by its tenants. The contract also allows oth| 
requirements for tenants, such as for yards, statio| 
and shop facilities, etc., to be included, Suna to 1] r 
approval of the ino Central. Such power | 
tenants will be considered as drawn by the rail lr 1 
company and the power company ‘will make no di stia) 
tion as to facilities or metering. 

The Michigan Central Railroad, which has long b 
a tenant of the Illinois Central, is referred to specifica) 
as coming within the scope of the agreement. 1) 
Michigan Central is also involved in the electrifieati| 
ordinance referred to previously. This railroad joi] 
the Illinois Central at Kensington, using its ri | 
way and passenger terminal to Twelfth Street and a 
using the Illinois Central freight tracks to connect w 
its own freight terminals at South Water Street. 


55,000,000 Kw.-Hr. FIRST YEAR 


It has been estimated that the total energy cor sun | 
tion during the first year of the full electric operati} 
will be approximately 55,000,000 kw.-hr. as metered | 
outgoing meters at the substations. Of this amow) 
approximately 80 per cent will be required at Li 
volts direct current for traction purposes and 
mainder for miscellaneous lighting and power 
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It is estimated that by the date established for through- 
"passenger electrification the total demand will be about 
_ double that for the initial year, due in part to the 
addition. of freight and through-passenger loads.and in 
part to a material increase in suburban loads. The 
| initial railway, load is estimated to have a load factor 
‘of approximately 30 per cent, from which point it is 
expected to increase as the electrification program pro- 
ceeds. 


SEVEN INITIAL SUBSTATIONS 


| points adjacent to the Illinois Central right-of-way and 
_ the contract specifies an initial conversion capacity as 
indicated : 


SIZE AND LOCATION OF ILLINOIS CENTRAL SUBSTATIONS 


- Total 
: : Installed 

: Location of Station Conversion Units Capacity 
| ao piceet 50 2580 ORO one ieee es Three 3,000 kw. ° 9,0u0 kw. 
fo A Three 3,000 kw. 9,000 kw. 
7 ii3th Street (Kensington)... 0.000.000... Two 3,000 kw. 6,000 kw. 
')| 156th Street (Harvey, Ill.)................ Two 3,v00 kw. 6,000 kw. 
_ Vollmer Road (near Olympia Fields).. One 3,000 kw. 
q One 1,500 kw. 4,500 kw. 
| Cheltenham (79th Street, South Chicago 
¢ ° TE Se a ee Two 3,000 kw. 6,000 kw. 

OG oe St ean a One 1,500 kw. 1,50 kw. 
7 MRS RR rh A NO Paving sui alae vw vies cee ta eee 42,000 kw. 


Locations of the various substations are shown on 
_ an accompanying drawing. The spacing between sta- 
_ tions is approximately 6 miles for through feeds. It has 
been influenced somewhat by the railway junctions and 
- interlocking plants. There will be no positive feeders 
_ in addition to the catenary messengers and the double 
_ contact wires, the catenary system over each main line 
| track being electrically independent. Closer spacing is 
| required on the South Chicago branch on account of 
_ very heavy traffic and only two electrified tracks. The 
| Blue Island branch has light traffic, but only one elec- 
 trified track, and requires a station of low capacity 
_ to prevent excessive voltage drop on a long stub feed. 


MeERcuRY ARC RECTIFIERS INCLUDED 


__ Total conversion equipment will consist of 33,000 kw. 
| of capacity in rotary converters and 9,000 kw. in mer- 
 eury arc rectifiers. The rotary converters will all be 
| 3,000-kw. sets, with two 1,500-kw. machines in series 
| to provide 1,500 volts. They will be shunt wound with 
am overload rating of 300 per cent of full load for 
/ one minute. There will be two 3,000 kw. and two 
1,500 kw. mercury arc rectifiers, the latter to be in- 
Stalled in the smaller outlying substations. Both types 
of conversion equipment are designed and applied to 
fulfill the voltage regulations specified in the contract, 
namely, 1,550 to 1,400 volts under normal and regular 
| conditions of load. This constitutes the first extensive 
use of mercury arc rectifiers in this country, although 
they have been installed in Europe to considerable capac- 
‘ity for both railway and power service. Their selec- 
tion was made and approved for the heavy loading 
conditions of the Illinois Central electrification only 
after thorough investigation of their use elsewhere 

| and with consideration of the trend of engineering 
_deyelopment. It has been the aim of both the power 
company and the railroad to contribute to the develop- 
_ ment of the art and to provide operating information 
for use in the extension of railroad electrification. In 
order, however, to safeguard completely the railroad 
_ Service, the mercury arc rectifier capacity installed in 
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each substation will constitute the equivalent of spare 
capacity in that substation, so that there will be suffi- 
cient capacity of rotary converters to maintain full 
service even in the event of difficulties in the initial oper- 
ation of the rectifiers. The power company may make as 
extensive use of the mercury arc rectifiers as practicable 
so as to take advantage of the high efficiency of the 
rectifiers at all loads, and thereby attain a maximum 
efficiency. Additions to substation capacity will be 
made from time to time to provide sufficient spare 
capacity to supply traction power requirements when- 
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Diagram of Initial and Ultimate Electrified Tracks in Chicago 
Terminal Improvement. Suburban Service Is to Be Electrified 
by 1927, While Through-Passenger Service Is to Be 
Electrified Within the City Limits by 1940 


ever one unit is out of service in any substation. Pro- 
vision is made for additional substations at points 
specified by the railroad company when there shall be 
increases in loads at such points of 3,000 kw. or more 
and where this load cannot be supplied economically 
from existing substations. 


REMOTE-CONTROLLED TIE STATIONS TO BE INSTALLED 


At certain points, approximately intermediate be- 
tween substations, the railroad company will install 
and operate tie stations to connect distribution lines 
erected over each track, so as to secure better use of 
the installed copper. Initially these tie stations will 
be provided at 51st Street, Homewood, at the ends of 
the stub feeds at Matteson and South Chicago, and 
near the end of the stub feed north of Highteenth 
Street. There will also be a temporary tie station near 
Ninth Street, to provide sectionalizing in connection 
with a suburban junction. Buildings will be erected 


along the right-of-way and in some cases between 
tracks for these tie stations. The tie station and sub- 
station feeder equipments will contain high-speed cir- 
cuit breakers of 2,000 amp. continuous capacity, which 
will provide automatic protection for all feeders, with 
discrimination between short circuits and useful loads. 
The inherent characteristics of the high-speed breaker 
will also provide for sectionalizing a faulty feeder both 
at substation and tie station ends without affecting 
other parallel or adjacent feeders. These breakers will 
have automatic “feeling-out’’ and reclosing devices and 
thus will be independent of substation operators. 

There will be no operators at the tie stations. .The 
equipment at these points will be controlled remotely, 
probably by a supervisor at a central point, as, for 

. example, in the train dispatchers’ office. Provision will 
be made also for indication in the supervisor’s office 
of the positions of tie station and substation feeder 
breakers. 


MISCELLANEOUS ALTERNATING CURRENT SUPPLY 


Miscellaneous lighting and power loads on the railroad 
right-of-way will be supplied through three-phase, four- 
wire, 4,000/2,300-volt transmission lines installed on 
the catenary structures. Duplicate lines will be in- 
stalled from Randolph Street to 69th Street, and ini- 
tially there will be a single line from 69th Street to 
the end of the electrified zone. Future provisions in- 
clude an additional line between 69th Street and 
Harvey, the point of steam-electric change-over for 
future through-passenger and freight electrification. 
These lines will be served from each of the traction 
substations referred to above. In order to avoid diffi- 
culties which might arise from interchange of power 
between substations, and thus between generating sta- 
tions supplying these substations, the railroad com- 
pany’s alternating-current distribution lines will be 
sectionalized at mid-points between substations, but 
with provision for tying at these points in emergency. 
These lines will be used for lighting of stations and 
office buildings, miscellaneous motor loads, etc. At sev- 
eral important points adjacent to the duplicate instal- 
lation automatic change-over switches will be provided 
to maintain power supply for these loads in the event 
of failure of either line. The transmission lines will 
have induction regulators installed in substations. 

In addition to the three-phase transmission lines, 

there will be duplicate single-phase, 2,300-volt lines 
along the right-of-way for signal purposes only. These 
lines will also be fed at the substations named, and the 
signal loads will be supplied through duplicate trans- 
formers and automatic change-over switches so as to 
insure continuity of supply in case of failure of either 
line. 
' Three-phase Rpts see current will also be supplied 
at three points in addition to the seven a.c.-d.c. substa- 
tions. These points will be in buildings on the railroad 
property at South Water Street, Roosevelt Road and 
Burnside Shops (95th Street). This power will be 
used for freight yard facilities and other possible 
development at South Water Street. At Roosevelt Road 
there will be a new central station requiring three- 
phase power for many miscellaneous purposes. The 
shops at Burnside will be the main shops of the railroad 
company, and power facilities must therefore be pro- 
vided for the many machine tools and other equipment 
that will be located here. 
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- other employees in properly recognizing their super- | | 


Supervisor’s Safety Badge Designed — 


- 

by Employees | 

EDUCTION of accidents on the Dallas Railway) 
Dallas, Tex., has been the subject of a spirited) 


contest between employees on the several lines in ea 
division. 


As a result of the rivalry which sprang 
between the various lines in the 
“deavor to make the best safety record,| 
each employee has accepted an in-| { 
dividual responsibility for the suc 
of his line, and a spirit of team play} 
has resulted. The line making th 
best record soon found it necessary to} 
build up an even greater interest on| 
the part of each man, to prevent the i 


employees of other divisions from) 
} 


‘unseating them from the coveted posi-’ He | 
tion of honor. Not easily to be outdone, however, the | 
winners immediately set about the task of devising a} 
way of still further stimulating individual interest. On|. 
their own initiative, and at their own expense, a group 
of these men arranged with a local jeweler to make u h 
a safety pin of the design shown in the to make up i 
illustration, which was presented to the supervisor of | ; 
the line. . 

Its purpose is to enable each man, when the super- | 
visor boards his car, to determine from the pin on.his || 
uniform just what has happened on the line during | 
the day. The pin is solid gold and has the word | 
“Safety” enameled in black in the center. The arrow || 
is separate, and may be rotated about its center. The |) 
upper half of the pin toward which the arrow is point- || 
ing in the illustration is in red enamel, indicating | 
danger, and the figures on the sides of the horseshoe } 
indicate by the position of the arrow the number of | i E 
accidents which have occurred. The lower half of the |) 
center is in white enamel, and if the arrow is pointing — 
in that direction it indicates to every employee who - 
sees it that there has been no accident on the line |) 
during the day. It was made up from the employee’s |) 
design by the Arthur A. Everts Company, jewelers, of || 
Dallas. We 

This pin is worn with great pride by the supervisor | 
of the honor line. At the same time it is the envy 
of the employees on other lines and has resulted in 
increasing their determination to win the honor of a 
low-accident record in order that they may outdo the 


Supervisor’s Safety 
Badge 


visor. 


Never Sacrifice Safety to Speed | 


E CAUTIOUS, be careful, be alert, and don’t take | 

a chance at dangerous points. It is much better | 
to be safe than sorry!” So said T. G. Brabston, super- 
intendent of the transportation department of the 
Birmingham Electric Company, Birmingham, Ala., re- | 
cently in one of his bulletins. Mr. Brabston said: 


There is not,a run on this company’s system on which it 7 
ever becomes necessary to sacrifice safety to speed. The y 
officers of the company know that the safe way is the effi- 
cient way to work. They expect efficiency but not speed, 
at the expense of accidents. Reducing speed at dangerous 
points may save an accident and injury to a fellow being, 
and disregard of safety rules often causes a sacrifice of a 
great deal more time than slowing up and being on the 
alert would produce. 


| 
Hi ITH the acquisition in the early part of the 
it present year of an independent bus company 
| operating between Wilmington, Del.; West 
_ Shester, Pottstown and Norristown, Pa., the West 
_ Shester Street Railway obtained complete control of 
3 | lie important local transportation lines connecting more 
han 100 communities in southeastern Pennsylvania and 
- iorthern Delaware. Co-ordinated railway and bus 
jervice is furnished under the name the Chester Valley 
Lines. A general description of the system was pub- 
ished in ELECTRIC RAILWAY JOURNAL Nov. 22, 1924, 
’ age 881, and in Bus Transportation in February, 1925, 
age 79. The additional buses secured through the last 
erger and new purchases bring the total now operated 
jo 41. Successful efforts are being made to popularize 
ir service and stimulate riding. Economies in main- 
‘tenance and operation have been brought about by 
standardization of equipment and maintenance and 
operating supplies and by consolidation of the fifteen 
individual bus routes formerly operated as independent, 
lines, into about eight through routes, with consequent 
large savings in layover time and equipment require- 
ments. : 
| Real co-ordination of service was not possible as long 
as an independent company was operating buses in this 
area. The competing routes are shown on the accom- 
panying map. Permission had been obtained by the 
irailway for the operation of certain through bus routes, 
part of which were over the same highways that the 
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Interurban Cars and Buses Make Connection at the Company’s Bus Terminal in West Chester 


| =o ~ Revenue Increased 
on Unified Transportation System 


Notable Progress Has Been Made by the Chester Valley Lines 
During the Past Seven Months — Through Tickets Are Sold on 
Connecting Railway—aAll-Day, Ride-as-You-Please Ticket Is Prov- 
ing Successful—Relative Advantages of Cars and Buses Compared 


independents used. Competition for local business, 
however, was restricted by the Public’ Service Commis- 
sion of Pennsylvania, and the railway buses were thus 
obliged to pass by many waiting people on sections of 
these routes where both companies operated. This 
difficulty has been eliminated by the purchase of the 
independent by the railway and more satisfactory and 
frequent service is being given to the people along 
these routes. 


SPECIAL TICKETS PROMOTE TRAFFIC 


With the unified system under one ownership and 
control the management has adopted a program to 
develop traffic. A campaign of general and merchandis- 
ing publicity has been undertaken to inform the public 
of the extent of the unified system and the variety of 
ways in which it can be used for business and pleasure 
travel. Introduction of an all-day, ride-as-you-please 
ticket was one important step taken to stimulate riding. 
These tickets are sold for $1.50 on all buses and cars 
of the Chester Valley Lines and are good on the day 
of issue anywhere on the system. Considerable 
ingenuity was displayed by the management in arrang- 
ing a type of ticket that would serve the desired pur- 
pose, but would not be too easily subject to abuse. The 
cover is of stiff paper, printed as shown in an accom- 
panying illustration. Inside are 45 detachable coupons, 
nine pages of five coupons each. At the time of issue, 
the month and day are punched through the cover by 
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the car or bus operator. He also punches the proper 
block indicating the sex of the purchaser. The oper- 
ator of each car or bus on which the passenger rides 
detaches one coupon. While the idea of the all-day 
ticket is to give the passenger unlimited riding priv- 
ileges, it has been found that ue coupons more than 
cover his actual use. 

Nothing in this arrangement prevents one passenger 
from giving or selling his all-day ticket to another 
- passenger of the same sex. However, if the first pas- 
senger has done any considerable amount of riding 
there is usually only a little time left for the second 
passenger to use the ticket. Its use on a subsequent 
date is prevented by the punching on the cover. Experi- 
ence so far has shown no abuse of the “all-day’”’ ticket. 

Use of the all-day, ride-as-you-please ticket is encour- 
aged by the character of the territory, which is pic- 
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stantial increase in this class of traffic is expe 
when the utility of the ticket is more generally knoy 
Another step in the plan of selling the service 
through an arrangement with the Wilson Line of st 
ers operating along the Delaware River. Boats | 
Chestnut Street Wharf, Philadelphia, for Wilming 
where special connection is made with buses of 
Chester Valley Lines to visit Brandywine Battlefield} 
and other points of interest. The trip down the river! 
is a pleasant one in summer and the combined service i] 
well patronized. People living in the Wilmington 
Chester districts frequently use the bus to reach ¢ “ 
river and then travel by boat to Philadelphia. Litera-| 
ture distributed © in Philadelphia telling about the| 
boat-bus-trolley trips is also stimulating traffic on other] 
parts of the system. 
In the northern part of the district the Chester Valley! 
Lines has a co-operative arrange, 
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Motor bus Wines of pasnles Trans- 

portation Corporation (owned by 
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Ys 
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ment with the Philadelphia & West 
ern Railway. The latter compa 
operates from the 69th Street termina ! 
of the Market Street elevated line o 
the Philadelphia Rapid Transit Com-| 
‘pany to Strafford and Norristown,| 
Buses of the Chester Valley Lines con-| 
nect Strafford, Devon, Valley Forg 
and Norristown. Round-trip “through” | 
or “loop” tickets are sold from Phila- ) 
delphia to Valley Forge via Strafford| 
and return via Norristown on the 
Philadelphia & Western Railway. This), 
“makes an interesting low-cost excur-|_ 
sion from Philadelphia, and while the| 
through ticket plan has been in oper-|) 
ation only about two months, a con-4 
siderable market has already been | 
developed. Other joint ticket arrange: | ; 
ments are now under consideration. 


Chestnut St. 
Wharf 


RELATIVE ADVANTAGES OF TROLLEY _ 


AND Bus . ¢ ; 
Although the development of these | 


Trolley, Bus and Steamer Routes of the Co-ordinated Service in 


Southeastern Pennsylvania and Delaware 


The dotted line indicates the routes where an independent company operated until 
recently acquired by the West Chester Street Railway and incorporated into the Chester 


Valley Lines. 


turesque as well as interesting historically. Two 
well-known shrines are located in the district served 
by Chester Valley Lines, Valley Forge in the northern 
part and Brandywine Battlefield in the southern part. 
Downingtown, another point reached by this system, 
was once the capital of the United States when the 
' Continental Congress was in flight from Philadelphia. 

This style of ticket was first sold during the latter 
part of June. Its use has been increasing steadily and 
is bringing out group as well as individual traffic. 
Pamphlets have been distributed by the company 
describing attractive tours which can be made on its 
lines by means of this low “fixed cost” ticket. The Boy 
Scouts of Philadelphia have jumped at the chance of 
getting so much transportation at a low rate. The 
front cover of their monthly periodical was recently 
devoted to a description of the all-day, ride-as-you- 
please ticket. Many salesmen covering numerous towns 
in this district also find the ticket useful, and a sub- 


200 miles of bus routes has been in the || 
forepart of the picture during recent 
months, the railway remains the back- 
bone of the system. In fact, the track || 
mileage of the railway has been in- | ; 


creased from 29 to 37, while the bus'| 
development was going forward, as told in an on | 
The railway has shown earnings per car-mile pe | 


article in this paper. ; 
ing in past years from 30 per cent to 40 per cent greater 
than the earnings per mile which can be exp 
from bus service. This is due to the greater pai 
capacity of trolleys and from the fact that the trolleys) 
have been operating over a much longer period than | 
the buses. For these reasons and because electric r 
ways in Pennsylvania have perpetual frachises, 
management used the extended trolley lines as the be 
upon which to build the more extensive bus transpor- | 
tation system. The location of the railway with respect ! 
to connecting main highways leading to nearby popu 
lation centers is such as to invite considerable incre 
in long-haul trolley traffic when the feeder service ¢ 
the connecting bus lines is more fully developed. 
Experience of this company has shown that the bus 
can be operated at a profit along routes where the traffic 


: 
| 
| 
I 
} 

i 
, 


ould | not justify the large investment required for 
‘olley service. On the other hand, under the condi- 
‘ons existing where the trolley operates, the traffic 
‘am be handled at lower operating cost per passenger 
‘tith the trolley than with a bus. One of the principal 
‘easons for this is that longer life and lower main- 
-mance cost of the trolley car as compared with the 
mailer capacity bus largely offset the interest on track 

avestment. It has also been found that on account 

f operating mainly on private right-of-way it is easier 

> maintain regular schedules with the trolleys than 
4 
‘ 
} 
: 


TATE en a ATT 
sy ALL-DAY-RIDE-AS-YOU-PLEASE-TICKET $450 50 pe ery | 


OVER THE CHESTER VALLEY LINES 
GOOD ONLY ON DAY AND DATE PUNCHED 


PASSENGER WILL PLEASE SEE THAT DATE PUNCHED IS CORRECT AT TIME OF PU AT TIME OF PURCHASE 


Holder of this ticket is entitled to ride when, where and as often as 
eae ey [TR ned eee oalrmeraregeas nd buses of the West Chester St. 
and Peoples Transportation Corporation. operated as the Chester Valley Lines. 


fae am ewe ~~ 


g 
4 
iH Cover of the All-Day, Ride-as-You-Please Ticket 
t 


vith buses, which are more subject to highway traffic 
nterferences. 

_| As an offset to this, however, the great flexibility of 
he bus in permitting ready changes in schedules and 
outing has proved of great value in developing traffic 

or this system. Surveys have shown the major traffic 

0 be long-haul or terminal-to-terminal business, the 

_fseoment of which has been found to be largely 
lependent on proper schedule adjustments to meet 

_ ravel characteristics along the various bus routes after 

he service was started. 


: MERCHANDISING METHODS HAVE 
Hi ' INCREASED REVENUE 


F With the trolley and bus system controlled by one 
_ management only since the first of the present year the 
" revenue of the combined trolley and bus systems has 
_ shown a substantial increase. July, ordinarily an off- 
_ -raffic month in this territory, showed an increase in 
Boss revenue of 12 per cent over January. This in- 
crease was obtained in a period handicapped by reor- 
"ganization of schedules and routings, which are as yet 
only partially completed, and with many of the bus 
routes under-serviced due to shortage of equipment. 
The management attributes this increase to the efforts 
made to sell the existing service rather than to any 
_ improvement in its character, which has been neces- 
fi sarily slow in the consolidation period. 
| When the pending program for rerouting and 
- replacing some of the older buses by vehicles of 
modern types is carried out a substantial improvement 
: m the service will result 


i 


or) 


Railway Man Writes a Thriller 


JHE literary genius of G. R. Stevens, conductor 
of the Hollywood Boulevard Line of the Pacific 
| Hlectric Railway, Los Angeles, Cal., was recently 
) recognized in substantial form following a five-year 


“Gold Hungry,” a thrilling 
: Eiventure story of ‘Alaska, is the title of a story writ- 
ten by Mr. Stevens which the Author’s Publishing 
| Company has contracted to publish. The book is being 
| liberally advertised. It is to be published within the 
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Improved Car-Lighting System 
Uses 20 Lamps in Series 


High Efficiency Gas-Filled Lamp Tried for Car Light- 
ing—More Illumination at Less Cost for Energy 
and Renewals—Many Other Advantages— 

All Lamps in Single-Series Circuit 


SE OF one series circuit of twenty gas-filled frosted 

lamps is being tried by several electric railways, in 
the country. The new lamps have a simple short- 
circuiting device internally contained that automatically 
provides a shunt when the filament burns out. 

The lamp is a product of the Nela Park lamp devel- 
opment laboratory. It was designed by I. H. Van Horn 
of the laboratory staff as a means to overcome the objec- 
tionable features of the standard railway lamps 
designed to operate five in circuit and to improve the 
quality of illumination. This new type of lamp has 
been under test and observation for many months and 
promises to be a great stride forward in car illumina- 
tion. With comparatively simple changes it is possible 
to alter existing circuits of old cars to allow the use of 
these new lamps. 

The fundamental development is the adaptation of 
the principle of the heavy concentrated filament gas- 
filled lamp, which has been so successful in the larger 
sizes of multiple lamps, to the operating conditions 
prevalent in electric railway service. 

The lamps used for cars having four circuits of five 
lamps each are of 40-watt 30-volt rating mounted 
in pear-shaped frosted bulbs. The filament is com- 
paratively short and its diameter is about twice that of 
the 56-watt five-in-series lamp. It is wound in a spiral, 
as in the gas-filled lamps of higher rating. The bulbs 
are filled with argon gas at approximately atmospheric 
pressure. This allows the filament to be heated to a 
higher temperature than with the vacuum lamp, hence 
giving a white light and at a greater electrical 
efficiency. 


TESTS SHOW INCREASED LIFE 


Early tests made at the Nela Park laboratory and 
by E. E. Dorting, lighting engineer Interborough 
Rapid Transit Company, New York City, indicate a 
life of considerably more than 3,000 hours for the new 
type as against 1,500 hours actual life of the Mazda B 
type. Due to vibration in electric car service, a some- 
what shorter life may be expected than in laboratory 
tests, but the life will be considerably greater than for 
Mazda lamps. Since the tungsten filament does not 
disintegrate as rapidly in an atmosphere of inert 
gas as in a vacuum, the bulbs do not become blackened 
and the new lamps lose little in efficiency throughout 
their useful life. 

To avoid having the entire circuit become dark if 
one lamp should burn out, a simple automatic cutout 
is provided in the lamp. This consists of an aluminum 
clip that has been oxidized in an electric furnace to a 
predetermined amount. The clip is placed around the 
lead-in wires as shown in the pictures. The oxide film 
acts as an insulation to prevent the aluminum from short 
circuiting the leads up to a predetermined voltage, 
which in recent installations is about 200. Above this 
voltage the film breaks down and the resultant current 
melts the aluminum strip, forming a substantial shunt 
path that maintains the series circuit. Of course it 


allows the remainder 
of the lamps to burn 
at a slightly higher 
voltage per lamp; in 
the case of a twenty- 
lamp circuit about 5 
per cent. This in- 
crease in voltage 
presents no further 
difficulties in street 
railway work than are 
attendant with ordi- 
nary trolley or 
third-rail voltage regu- 
lation, which often 
exceeds this value, or 
when the ordinary 
railway lamps have 
portions of the filament 
broken out and the 
remainder self-welded. 
In actual operation, if 
the filament of a lamp 
fails when the circuit 
is alive an arc is sus- 
tained which gradually 
travels down the stem, 
melting the filament 
and the supporting 
leads until it strikes the aluminum oxide strip, causing 
a reliable short circuit at that point. If a filament 
should break while the lamp circuit is dead, then the 
full voltage is concentrated at the oxide strip as soon 
as the switch is turned on, causing the strip to break 
down and the shunt circuit to be formed. 

Cars are inspected at the end of each trip and dead 
lamps are replaced, so that at best the remainder of 
the circuit operates at 
the higher voltage for 
only a short period of 
time. ; 

In car lighting cir- 
cuits which use 600 
volts, which is stand- 
ard in surface as well 
as subway and ele- 
vated railway systems, 
it is a great time saver 
to be able to locate the 
dead lamp immediately 
rather than to guess 
and try several times, 
as is necessary in a 
five-light circuit. Also, 
since in case of a burn- 
out only the dead lamp 
becomes dead in this 
system instead of five 
there is less incon- 
venience to passengers. 

The Latest Design of Aluminum Iteas necessary to 

This Be eee tid: over all meets pan aut one 
and eau 24 in. wide across the short-circuiting socket 
fam will be sherouteiethe actual to facilitate lamp re- 

newals without killing 
the circuit. A dead 


insert shows a side view of the 
lamp is still in circuit, 


One of the Development Lamps 

This illustration is used because 
the clear glass allows a view of 
the filament construction and also 
because in this earlier type the 
aluminum oxide film cutout is 
shown more clearly above the glass 
support through which the lead-in 
wires pass. 


aluminum oxide cutout. Argon 
gas is used at approximately at- 
mospherie pressure. Bulbs do not 
explode when accidentally broken. 
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the current passing through the shunt in its base, 2 ; 
it were removed without opening the switch the cu 
being over 1 amp., would draw a dangerous are t 
might easily destroy the socket unless some provis 
were made to avoid this condition. This dange} 
avoided by the use of either a special socket or a standay) 
socket adapted to the service by the addition of | 
spring of strip copper so arranged that when the 
is in place the circuit is normal, but when the la 
is unscrewed the spring automatically comes in cont 
with the shell of the socket, forming a shunt path. 
Care must of course be exercised at times of 
eral overhauling to remove the fuse in the lig 
circuit, since the removal of all lamps in the ci 
would cause a short circuit from trolley to grou 
blowing the fuse. In the case of removal of seve 
lamps it would place a voltage on those remaining thal 
would cause them to burn out quickly. . | ; 
The accompanying illustrations show two of bi | 
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Relative Efficiencies of the New Lamp Are Higher Throug! 
Its Life than Those of the Standard Mazda B Lamp 


new lamp types, clear glass bulbs being a . 
order to show the filament construction. The ac 

panying chart shows the difference in illumination ofl 
the two types throughout the assumed life of the la 
The ordinates give the illumination in per cent of i 
lumens and the abscissas the age of the lamp in per ¢ 
of life. 


THEFT PROBLEM SOLVED 


Other important advantages pointed out are that thi 
lamp is of no value on 110-volt circuits and that the 
theft problem by passengers should be solved, Si 
“the crime carries its own punishment.” If an attem 
were made to use the lamp on a house circuit it wo 
not only burn out but the resultant are would causs 
short circuit that would open one or two fuses. 17 
lamp, if broken, does not explode, as the gas ins 
is practically at atmospheric pressure. This allow: 
thicker glass to be used. The wiring plan on pi 
cars is considerably simplified and less wire is requ 
Likewise, one switch and one fuse are sufficient for U 
entire car. The filament, being larger, will not refi 
every minor fluctuation of voltage, and in this W 
the tendency to flicker should be reduced. The | 
is also shorter over all by 1 in., allowing more hea 
room in low-roof cars. This also means that the lam 
can be stocked in less space. 

Early tests indicate that this lamp and the sim 
fied ‘system it requires will be a great improveme 
over the present standard. 

The internal frosted bulb is another development th ne 
has been introduced in recent months. This allows t 
outside of the bulb to remain smooth and is easily clea 
able, while the illumination is distributed over the enti 
area of the bulb. It is also claimed that the intern 
frosting diffuses the light with far less absorption tha 
the external frosting, hence improving the efficiency. 
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Shicago Utilities Win“ Honorable Mention 


| Collection of Posters Submitted by Britton I. Budd’s Companies at the 
| New York Art Center Exhibit Is Commended by the 
Award Committee and Critics 


HAVE just seen a collection of very, very stun- “Federal Building,” for Chicago Rapid Transit Company 


ning posters produced by several of the compet- )y Willard F. Elmes. : : 

a Ei d sa penis in Chicago—much ee “The Peristyle, Grant Park,” for Chicago Rapid Transit 
Company by Erwin Metzl. 

k _ me thing and for the same purpose as the well-known “By the North Shore Line,” for Chicago, North Shore & 


nglish-posters done by the Under- Milwaukee Railroad by Erwin Metal. __ 
Jround and other English railways. “The Gateway to Chicago,” for Chi- 
he effect on the citizens of Chicago cago Rapid Transit Company by Norman 


nnot help but strengthen their Mente Must Always Flow,” for Public 
vie pride, and the beauty of the Service Company of Northern Illinois by 
_ sters themselves cannot but add to Oscar R, Hanson. 
rie culture of the city.” In such 
- mmendatory terms did Burton Em- 
ett, president of the American 
_istitute of Graphic Arts, New York 
_ity, pass judgment on the posters 
_tbmitted by the Chicago utilities at. 
te recent exhibit of travel posters 
ad books held by the Art Center of 
ew York at 65 East 56th Street. 
ive out of a total of six selections 
pe honorable mention were awarded 
He Chicago utility companies headed 
_’ Britton I. Budd. The winning 
_ sters reproduced in these pages in- 
_uded three submitted by the Chicago 
_ apid Transit Company, one from the 
hicago, North Shore & Milwaukee 
_ailroad and one from the Public 


Members of the award committee in 
thus honoring these companies com- 
mented. on the artistic treatment used 
in the posters and complimented the 
companies for building up what is in 
effect a specialized school of poster art. 
Especially significant is the tribute of 
H. L. Sparks, chairman of the exhibit 
committee, expressed in a letter to 
President Britton JI. Budd. Sending 
his congratulations to the companies 
and to the artists he wrote: 


The traction companies of your city are 
entitled to the greatest credit for their 
enterprise in issuing the interesting set of 
posters: which you sent on for this exhibi- 
tion, for not one in the lot is commonplace 
and several are exceptional. May their 

. _ ; ; example be an inspiration to other com- 
§ eT Company of Northern Lie Puptic Seavice < ea ANY. panies in this country to do the same thing 
vis. The five designs referred to are: ~ OF NORTHERN ILLINOIS to the benefit of all concerned. 


Utility Posters Honorably Mentioned at New York Exhibit 


” 4—One that drew high praise from all-the critics. B—An Izaak Walton appeal. C—The protection of government. 
D—Thoughts of the classical ages revived. 
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The Park as a Popular | 
Playground and an 
Educational 
Force 


OME examples of recent poster 

designs typical of the utilities un- 

der Insull management that have 
attracted unusual attention and been 
rewarded at art exhibits, more par- 
ticularly the recent exhibit of work of 
this kind held in New York, with hon- 
orable mention. The designs are ac- 
cepted in art circles as marking a step 
forward that should in the future 
provoke greater consideration of the 
combined elements of art, attractive- 
ness and appeal as the guiding forces in 
all similar work. 


—— 


One of a Number of Opera | 
Posters—Boito’s 
“Mefistofele” q . 


/ 


Bethe Grant Park 


i, 
Su? 


CHICAGO RAPID TRANS! 
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There Is Beauty in the Parks and Not All of It Is Native 
Beauty—Man Plays His Part and Plays It Well 
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| Holiday Appeal Strong in this 
Lady of the Lake 


Leisure, Ease and Contentment 
Are Here Symbolized 


A Bit of the Continent Is Here 


Typifying Chicago the Mighty—One of 
Portrayed 


the Winners of Honorable Mention 


The Attraction of a 
World that Is 
No More 


NORTH SHORE LINE 
> Rail and Bus Route an 


the 
Murmuring 
Pines and 


HE GERMadnN the Hemlocks 
LILDING ohare: 


Among 
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He further told Mr. Budd that the committee in ad- 
vance had decided to eliminate the gradations “first,”’ 
“second” and “third” and include all the designs selected 
for special notice in one class. He explained that there 
was no higher award than “honorable mention,” but had 
there been the Chicago posters would undoubtedly have 
taken the lead in the same way. 


CHICAGO PosTERS AROUSE MUCH 
FAVORABLE COMMENT 


As a result of the exhibit much favorable comment 
has been created on the efforts being made to perfect 
this mode of advertising. Attention has been called to 


the advisability of other transportation agencies adopt-. 


ing this method of selling their services. A notable 
example of favorable reaction to the poster work of the 
Chicago companies is quoted from the Chicago Herald- 
Examiner of July 2: 

To some unrecognized artists Chicago should be eternally 
grateful, as the type of advertising poster that has walled 
our elevated platforms give way, little by little, to works of 
beauty that gladden the eye, wearied with overmuch gazing 
on grimy brick walls and tangles of blackened wire. 

Among the somewhat violent proclamations of collars and 
toothpaste and soap they stand out like the faces of beloved 
ones among an unsympathetic crowd—these posters of 
Duneland and the Wisconsin lakes, of the cherry blossoms 
along the North Shore and the solitary meditative herons 
along the South. 

Whoever it was conceived the idea and pushed it through— 
whatever be the name of that artist of soul in the employ of 
the electric lines that pierce the country north and west and 
south of Chicago, we owe him a debt of thanks. Bold and 
simple of tine, these posters are delicate and yet strong of 
tint; they bring back to the hurrying horde city-bound 
the vision and memory of cool nights and glorious days 
beyond the smoke and bustle. 

This week’s poster of a Japanese maid, advertising the 
opera at Ravinia; or last week’s Duneland; or the cherry 
blossoms of the week before—they stand out, all of them, 
along the elevated platforms like mute but mighty benedic- 
tion. May their tribe increase and may their author be 
blessed. ; 


“Chicago dominated the exhibit,” was the terse com- 
ment of Advertising & Selling under date of July 15. 
The writer, commenting on the uniformly good lithog- 
raphy, simplicity of subject and striking color effects, 
said that the exhibit spoke volumes for the results 
being accomplished in the development of poster art at 
the head of Lake Michigan. 


STIMULATING ART IN POSTER WORK 


In arranging this exhibit the Art Center was inter- 
ested in stimulating the use of fine posters by the 
American transportation companies. Although this 
form of publicity is by no means fully developed in this 
country, Chicago companies for a number of years by 
the use of such posters have been calling attention to the 
beauties of the communities served by their lines. An 
elaborate exhibit of them was shown at last year’s con- 
vention of the American Electric Railway Association, 
and many have been reproduced in ELECTRIC RAILWAY 
JOURNAL. 

The jury of selection included H. L. Sparks, repre- 
senting the Society of Illustrators and the American 
Institute of Graphic Arts; Walter Whitehead, repre- 
senting the Art Directors Club; Joseph H. Chapin, art 
director Charles Scribner & Sons; Ray Greenleaf, art 
director Artemas Ward, Inc.; Heyworth Campbell, art 
director Condé Nast Publications, and Burton Emmett, 
the Newell-Emmett Company. 
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Convenient Information Office in | 


Grand Rapids 


ITH a view to making its facilities more 
venient to the public, the Grand Rapids Rail 

has changed the location of its information bureay 
lost and found department, telephone switchboard an| 
complaint department from the second floor of the ger| 
eral office building to the ground floor at 42 Toni] 
Avenue, N.W. This was done to make these depar'| 
ments more accessible and to attract the attention | a 
people in the business district. The new arrangemer| 
was considered particularly desirable in the case o 
the lost and found department, which is visited ‘Dy 
hundreds of people every month. | 
The new offices are just a few steps from Monre 
Avenue, the main business thoroughfare. This centr:/ 
location is ideal from the standpoint of caterin | 


Service to Patrons in Grand Rapids 


Information and lost article departments of the Grand 
Railway, together with the complaint department and 2 
telephone switchboard. have been moved from second floor 
to this attractive ground floor room near the heart of the Di 
ness district. 


public convenience. The enlarged space available als 
makes an improvement, because the work of 
several departments has increased materially in 
past few years as the city has grown in size. 

Increased attention and good publicity are obt 
from the attractive store front arrangement, 1 
identify the location as a railway company office, in 
minds of passers-by, the color scheme of the ii 
the same as the company’s cars. 

Daily, from 6:15 a.m. until midnight, courteous 
ators and attendants are on duty to handle mess 
answer inquiries, sell tickets and receive compl 
Every effort is made to aid passengers in recov 
lost articles left on street cars. Information rega 
car service is also given. j 


D. W. Snyder, Jr., vice-president of the Illinois Tr 
tion System, said recently that the Illinois Tract 
System in its efforts to brighten up its properties 
rolling stock is taking a leaf out of the book of exp 
ence of many large and successful companies in of 
lines of business. It is already evident, said Mr. Sny 
that Traction customers appreciate these efforts. 
example he cited was the fact that the city of Gille 
Ill, had commented favorably through a resolu 
adopted by its Retail Merchants’ Association. 


TI GME Dat a te 


| 


cor paving for street railway tracks 
is admittedly among the most difficult problems of 
maintenance of way. Not only is the pavement 
tween and adjacent to the rails subjected to all the 
‘rees that the pavement on a thoroughfare without 
acks must withstand, but also it must resist additional 
‘pees of a complex nature developed by traffic over the 
ls and some forces, notably expansion, produced by 
e track structure itself. 
From an operating standpoint, that type of track 
‘ructure which has sufficient elasticity to accommodate 
‘elf to bending, within reason, is undoubtedly easiest 
| rolling stock and tends to reduce the cost of car 
aintenance and repair. Wide experience has demon- 
rated that if this were the only requirement to be 
tisfied, the conventional form of ballasted tie and 
jack structure would be most desirable. But this 
-mparatively simple form of track construction is, of 
urse, barred by the traffic conditions prevailing in 
lr cities. 4 
By general necessity and the terms under which 
_\arters have been granted the street railway is com- 
illed to pay for the paving between its tracks and 
‘e strip of paving adjacent to the outside rails. The 
‘irmingham Electric Company is required to pay for 
ie paving of its track area and a strip 18 in. wide 
‘itside the rails. If conditions prevent the form of 
ack structure which is best from the standpoint of 
_mplicity and operating economy, and there must be 
_|pavement between the rails, it is obvious that the 
‘pe of pavement which conserves to the greatest extent 
_ \e desirable property of elasticity and at the same time 
_ itisfied the largest measure of requirements which 
‘dinarily would be exacted of the pavement is the 
ie which is best for the company to lay. 
'The practice prevailing in some cities, whereby the 
eet railway company automatically adopts the form 
* paving for its portion of the street that the city 
lopts for its share, appears to beg the whole question 
jad to be disadvantageous to the street railway com- 
‘any, for it must lay the good and bad pavement with- 
‘at distinction. There are some types of pavement 
hich may have sufficient merit to warrant their use 
me paving, although they are unsuited for laying 


n and about street railway track.. Concrete, for 
sample, which may be used for street paving, is quite 
uitable for track paving on ‘account of its very 
gidity. 
= perfect rail joint, unwelded or welded, has yet 
devised, and the defects in street railway track 
aient usually make their first appearance at rail 
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Vitrified Brick Makes Durable Paving 


in the Track Area 


By A. Taurman 


Bocce renaent Equipment, Way and Structures Birmingham Electric Company, 
Birmingham, 


Ala. 


Ixperience of the Birmingham Electric Company Has Led to the Adoption of This Type Pavement as 
Standard Regardless of How City Paves Same Street—Bricks Are Laid on a Concrete Founda- 
| tion—Joints Are Filled Partly with Cement Grout and Finished with Asphalt 


joints. The cause is twofold: First, the deformation 
of the rail under car traffic is greatest at the joint and 
rarely is a joint equal in all respects to the rail at its 
mid-section, consequently there is usually a more pro- 
nounced flexing of the rail at the joint than at any 
other point, and the strain on the pavement is corre- 
spondingly increased. Certainly it is increased beyond 
the ability of any rigid form of pavement to resist 
bending without fracture. Second, water is most likely 
to find its way into the track structure at the rail 
joint, for defense against water is weakest there. 
Coupled with the excess flexure of the rail at the joint, 
there is produced a churning action which seriously 
aggravates the destructive forces operating on the pave- 
ment, and there is no rigid pavement which can resist 
them. 

Once the need for pavement repair at the joint arises, 
and the need may be expected with certainty, durable 
restoration is a practical impossibility. The best that 
can be done is not enough to prevent a recurrence of the 
same difficulty. In the meantime the pavement is in 
evident disorder, and criticism of the public follows in 
proportion to the degree of unsightliness and destruction. 

Turning now to the asphalt pavement, the same forces 
that act to the progressive destruction of the rigid 
track pavement are at work upon the soft types of 
wearing surface. While they possess ability to hide 
certain underlying destruction, they cannot accomplish 
this result without serious disturbance of smoothness 
of surface, a cause of complaint by the public. They 
contribute little, if any, strength to the pavement struc- 
ture. “Shoving” and “rolling” follow as a matter of 
course, provoked by the continual bending and expan- 
sion and contraction of the rail. Soon the pavement 
between the tracks is in such condition that it is 
unpleasant, and many times seriously so, for all kinds 
of vehicular traffic. Water at rail joints tends to disin- 
tegrate such surfacing material and bring on the need 
for replacements which without complicated and ex- 
pensive equipment it is impossible to make equal to the 
original surface. 

It is evident that paving materials whose claim to 
usefulness is rigidity or which are of a composition 
which causes them to be laid in a thin top course over 
some underlying support are objectionable for track 
paving from a service standpoint as well as from the 
burden of expense laid upon the street railway company 
for maintenance and repair. That such forms of pave- 
ment are sometimes the cheapest in first cost is nothing 
in their favor when unavoidable maintenance cost is 
reckoned into the total. Their cost in five years time 
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Method Used by the Birmingham Electric Company for Laying 
Vitrified Brick Pavement in the Track Area 


i 
i 
. 


Top View, Vitrified Brick Laid on a Concrete Foundation with 


At Left, Templates Are Used to Smooth Off the Sand Cushion. At Right, Joints 
Are Half Filled with Grout Before Asphalt Filler Is Applied 
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Railway Standard Paving Is Used in the Track Area Regardless of How the City Paves 


{ Pe found to be considerably higher than other types 
“se initial cost is higher but whose maintenance and 
oir cost is less. In addition, the better quality 
ements actually give better service, make for better 
\k construction, tend to produce less wear and tear 
a 8, and surely better satisfy the public. 
is leads us to consideration of the various forms 
ock pavements, such as granite, wood and brick. 
ted wood block have numerous theoretical advan- 
. but their greatest weakness, outside of the fact 
t first cost has become prohibitive in recent years, 
in their lack of adequate defense against water. 
‘same water that aggravates churning at rail joints 
rates the blocks in spite of the preservative treat- 
and surely rots them away. They swell when wet 
| ‘shrink when dry. They are even known to push 
i from alignment. If the rail and rail connections 
| strong enough to resist this pushing force, the 
d blocks themselves frequently bulge off the founda- 
! ‘It is next to impossible to control them. around 
Brack structure. 
the durability of granite block is proverbial, but the 
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danBection of Standard Track Construction of isis 
Electric Company 


icks are not cut smooth and their first cost is beyond 
| reach of many street railway companies. Even 
\imting the desirable properties of granite block, they 
wuld not be laid in a manner to bring about rigidity. 

Yet the block form of pavement is undoubtedly the 
\t solution of the track paving problem. This is due 


many small units, and defects at rail joints can 
wise be remedied in small units, replacing the same 
terial without disturbance of the pavement as a 
ole, and only the simplest tools are needed. This 
jet alone is sufficient to justify the type in a general 
vy. Given a satisfactory method of laying, such as 
have developed at Birmingham, we believe we have 
oroached as near to the ideal in track paving as can 


accomplished short of extravagance. 
‘After careful investigation of experience in Birming- 
fm over a considerable period of years, and study of 
derience elsewhere, we have adopted vitrified brick 
r standard type of track paving for all of our 
This gives us a smoother pavement than can 
had with granite block and yet its durability for 
‘practical purposes is equal to that of granite. We 
developed a type of construction calculated to over- 
me far as is possible the various destructive forces 
ich have been discussed in this article and which 
8 allowed us to speed up track building and recon- 
ba by doing it under traffic. 
the outset we prepare a substantial yet readily 
foundation for the track structure. Our ties 


ashed slag, well tamped, with at least 6 in. depth 
the tie, rising to 8 in. between the ties. This 
ovides substantial ballast for the tracks and yet has 


+ 


b 


the fact that the pavement as a whole is composed 


8 ereosoted and are laid in a ballast of 8 in. of. 
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sufficient voids to permit water to drain away. Thus 
we protect our track structure by providing for the 
disposal of water and preventing its accumulation to 
intensify churning at the joints. Over this ballast we 
lay a foundation of 6 in. of concrete of 1:3:5 mix. We 
now have a good 14 in. of support for the pavement 
surface, a support sufficiently stable to enable it to store 
up energy when depressed by passing cars and to 
release this energy when the load is removed and re- 
store the pavement to its normal position. A bedding 
of 1 in. of sand is next spread over the concrete 
foundation, evenly struck off by a template and rolled 
until it is uniformly compacted. Thus we protect the 
pavement against shock. The brick are laid on the 
compacted sand bed. : 

We have adopted a dual method of joint filling and 
have found that it solves most of the difficulties 
hitherto encountered with block pavements in car 
tracks. We fill the lower half of the joint with cement 
grout filler and the upper half of the joint with asphalt 
filler. We have found that we need the cement filler 
to prevent rocking of the brick over the ties and dis- 
placement by the tracks. We need the asphalt filler 
for its water-proofing properties, for the quietness it 
gives the pavement, and to conserve the reuse value 
of the brick, either for minor restorations or for re- 
laying when tracks have to be replaced. Thus we get 
the full advantage of the long life of this material, 
which constitutes an important credit item in figuring 
the cost of our paving over a period of years. 

In Birmingham we have some brick track paving 
which has outlived oné set of tracks and has been 
relaid practically as well as when the brick were new. 
The saving in cost of the pavement is evident, as com- 
pared with a form of pavement which must, of neces- 
sity, be completely discarded when the track is relaid. 
The accompanying drawing shows the cross-section of 
our brick pavement type. 

By arrangement with the city authorities, the Bir- 
mingham Electric Company bids upon its own paving 
and is awarded contracts therefor as the private con- 
tractor is awarded contract for the balance of the street 
paving. The work is then performed, under the writer’s 
direction, by the company’s own forces. 


Co-ordinating the Freight Truck 
in Syracuse 


E MOVE ANYTHING” is the slogan adopted 

by the latest operation of the Mid-States Coach 
Line of Syracuse, N. Y., a subsidiary of the group of 
electric railways in central New York under the man- 
agement of Peck, Shannahan & Cherry. 

For a number of years freight receipts, particularly 
on the Auburn and Syracuse Electric Railroad, have 
been steadily falling off, in part because of the activities 
of a highway express company started on a shoestring 
about eight years ago. This company had gradually 
grown until a fleet of seven trucks was engaged in the 
moving of freight and express matter. Two of these 
trucks operated in regular service between Syracuse 
and Skaneateles, which is about a 20-mile run. Very 
recently the Mid-States Coach Line has purchased the 
Stout’s Express Company and has taken over the busi- 
ness in toto. Operations are continued in the some 
manner as formerly.: 
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Wisconsin Railway Men Hold 
Summer Meeting 


Mr. Storrs Urges Co-operation and Co-ordination—Industry Held to 
Have Hopeful Future—Many Operating and Maintenance 
Subjects Receive Attention 


ANY phases of electric railway 
Mivork were discussed during the 
summer meeting of the Railway Sec- 
tion, Wisconsin Utilities Association, 
held at Wausau, Wis., on Aug. 13 and 
14. Co-ordination of all forms of local 
transportation service, a manufactur- 
er’s view of the transportation situa- 
tion, scientific training of employees, 
and safety work were some of the 
more general subjects presented. In 
addition to these, lively discussions 
took place on many phases of track 
and shop practice. 

Speakers of national prominence 
pointed out some of the fundamental 
problems facing the local transporta- 
tion industry as a whole, and thus 
helped to broaden the program beyond 
a consideration of purely local sub- 
jects. Lucius §. Storrs, managing 
director American Electric Railway 
Association, particularly emphasized 
the importance of existing transpor- 
tation organizations rendering a full 
and complete transportation service by 
co-ordination of all dependable and 
popular conveyances available. N. G. 
Symonds, Westinghouse Electric & 
Manufacturing Company, presented a 
manufacturer’s view of phases of the 
local transportation situation. Both of 
these papers, which treat of funda- 
mentals from a broad angle, are ab- 
stracted elsewhere. 

Papers by members of the associa- 
tion, discussing various practices of 
properties in the state, touched on 
many subjects of interest. In a paper 
on safety work of the Chicago, North 
Shore & Milwaukee Railroad, J. W. 
Oliver, safety engineer, went beyond 
the purely materialistic side of safety 
work and presented the subject from 
the humanitarian standpoint of saving 
human life and limb. Mr. Oliver de- 
scribed the way in which safety work 
is organized and carried on by the 
North Shore line. Instead of the cus- 
tomary departmental committees, this 
activity is carried on by the entire 
organization. All employees are in- 
cluded in the safety organization and 
take part in some phase of the work. 
This work is governed by a central 
safety committee consisting of the vice- 
president, general manager, superin- 
tendent of transportation, master me- 
chanic, electrical engineer, claim agent 
and safety engineer of the property. 

The program of a typical safety 
meeting was outlined to illustrate the 
method of procedure. As an illustra- 


tion of the character of work done, 
Mr. Oliver cited the program of the 
main-line trainmen at Milwaukee for 
last year. During the year 1924, 42 
different papers were presented before 
this group by motormen, conductors, 
collectors, ticket agents and tower men. 
In each case the papers were on the 
subject of safety from the standpoint 
of the men’s particular work. In some 
cases the procedure took the form of 
debates on pertinent subjects. 

Mr. Oliver further discussed the 
presentation of safety subjects before 
schools. He maintained that children 
are one of the best mediums for broad- 
casting safety information, because 
they discuss what they hear with their 
parents upon getting home. 

Teaching of the Schaefer method of 
resuscitation was advocated strongly. 
Other safety men agree with this view, 
and several instances of the saving of 
human life after severe electrical 
shocks by application of the Schaefer 
method were cited. 


OPENING SESSION HELD IN CARHOUSE 


After a get-together luncheon on 
Thursday in the carhouse of the Wis- 
consin Valley Electric Company, the 
opening meeting was conducted in this 
appropriate environment. Harold L. 
Geisse, general manager Wisconsin 
Va_ley Electric Company, welcomed the 
delegates to Wausau. Nels Jensen, 
master mechanic of the local property, 
led off the program with a discussion 
of several phases of shop practice. This 
included the fitting of cast-iron wheels, 
inspection of axles for flaws, painting 
of cars and various other phases of 
shop work. 

With Dudley Montgomery, general 
manager Madison Railways, in the 
chair, a lively discussion ensued. The 
pyroxylin lacquer process of painting 
received considerable attention. Vari- 
ous experiences were reported. Most 
of the questions raised involved the use 
of this type of material over old paints 
or on wooden surfaces. Mr. Mont- 
gomery reported that use of the spray- 
painting method in general had, proved 


‘satisfactory under the conditions en- 


countered on the Madison property. He 
said that the cost of painting had been 
cut practically in two, except for the 
slightly increased amount of material 
used. 

On the subject of sign painting, H. 
Cordell, master mechanic Chicago, 
North Shore & Milwaukee Railroad, 


ing practically all types of signs 
are made in electric railway 

In the discussion that ensued a 

was called to several recent artick| 


screen process as a time-saver in pf | | 
i 

7 

| 

j 

ing this silk screen process. | 
7 


SELECTION AND TRAINING OF Bus | 
EMPLOYEES .. 


Arthur J. Rowland, educational di 
rector the Milwaukee Electric Raily 
& Light Company, presented the h 
spots of a paper which he had fp 
pared on the selection and training 0} 
bus operators and collectors. In thi} 
paper, which is abstracted clsewme| { 
Mr. Rowland described the me 0d 


‘used. by the Milwaukee conmea Oi 


forming correct operating habits 
the application of carefully worked-ou)| — 
standard training methods. In the dis| 
cussion that ensued, Mr. Montgomer)| — 
pointed out that the driver of a moto} ; 
bons seems to require even more care| 
ful discipline and operating trainin; * 
than does the man in charge of a ca 
operating on rails. He maintained 
the very flexibility of the motor vehicl| 
imposes greater responsibility upon f 
operator and therefore makes his 
tion and training of paramount i 
tance. atl 
In answer to other questions Mz} 
Rowland said that city drivers o 
Milwaukee property are divided im 
four classes. A similar gradi 
maintained for interurban oper 
Seniority rights for picking of 
are maintained within each grade, ; 
the superintendent of bus opera | 
reserves the right to select men el 
any special work that is required. — 
this grouping of men, interurban 
ation is considered a higher grade 
work than city operation and is 
ferred by the men. Consequently, 
are promoted from the latter to 
former class of work. 

In answer to a question by B. 
Arnold, manager bus operation 
cago, North Shore & Milwaukee. } 
road, Mr. Rowland said that city di 
ers are given little mechanical trair 
and are required to do practically 
repairs. Interurban operators, 
ever, are given additional mechan 
training in the repair and adjust 
of their buses, so that they may 
position to take care of emergen 
which occur on the road. 

Mr. Arnold discussed the use 
safety lantern on buses for illumina 
during emergency repair work and fo 
signal purposes in the event of af} 
emergency. He said that the North) 
Shore lines was about to equip its b 
with a combination white and red | 
tric lantern, in which either a whit 
or red light could be switched on fr 
a single battery, as required. The driv- 
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will, be required to furnish the lan- 
‘rm while the batteries will be supplied 
+ the company. 

MOVING PICTURE OF LIGHT 

| INTERURBAN CAR 


| Through the courtesy of the St. Louis 
‘ar Company, a moving picture illus- 
lating some of the principal design 
nd operating features of the light- 
eight one-man interurban cars re- 
imtly placed in service on the Illinois 
alley division of the Illinois Traction 
ystem was shown. In addition, the 
icture included an illustration of some 
ithe car manufacturing methods used 
the St. Louis Car Company. During 
e showing of the film, M. J. Oswald, 
ales representative of the St. Louis 
ar Company, explained some of the 
>atures illustrated. . 
| An unusual feature of the program 
‘as the presentation by E. M. Plettner 
: E a report on track and paving. This 
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is the first report prepared under the 
fellowship established by the associa- 
tion at the University of Wisconsin. 
A tabular summary of some of the 
information collected is printed on 
another page. 

Many phases of track construction 
and maintenance practice were brought 
out in the ensuing discussion. 

Upon recommendation of the nomi- 
nating committee, of which B. W. Ar- 
nold was chairman, Nels C. Rasmussen, 
superintendent railway department 
Wisconsin Valley Electric Company, 
was unanimously elected chairman of the 
railway section for the ensuing year. 
C. L. Hedges, superintendent La Crosse 
division, Wisconsin Railway, Light & 
Power Company, was elected vice- 
chairman. 

A diversified entertainment program 
was provided during the two-day meet- 
ing. On Thursday evening a dinner 
dance was held at the Hotel Wausau. 
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The Industry Must Keep Pace 


with the Times* 


_ /o-ordination of Electric Line and Bus Services, Obtaining Public Good 
_ Will, Modernization of Equipment and Protection of Rights in the 


2 


Streets Among Problems that Must Be Solved 


By Lucius S. Storrs 


Managing Director American Electric Railway Association 


|b transportation today is in a 
q state of transformation and a 
' )rogressive viewpoint on the part of 
_jur managements is imperative to its 
_luture success. Two steps you have 
_jaken in Wisconsin might well be 
_\xamined carefully and followed in 
heir major aspects by those interested 
_n transportation. One is the co-ordina- 
ion of electric line and bus services 
_ inder electric railway management, of 
_Wwhich you have several striking ex- 
_ tmples, and the other is in the principle 


o£ regulation of common carrier vehi-_ 


_jles of all kinds by a state commission, 
which your state helped pioneer. 
_ I particularly desire to emphasize 
he necessity both for the public good 
_ind the security of our industry of 
present day electric railway manage- 
_ ments rendering full and complete 
_fansportation service by all dependable 
and popular conveyances. This would 
imelude not only electric cars, buses 
and trackless trolleys, but such other 
conveyances as may be invented in 
future years. Managements are ac- 
cepting this principle every day. More 
of them will do so, because ‘it is in- 
‘evitable that eventually this kind of 
co-ordinated service will predominate 
asgely throughout the United States. 
There are many good reasons for 
this situation. The first is that only 
through co-ordinated service by one 
company will the publi¢ be best served. 
nd that reason in itself is sufficient 
upon which to base the statement that 
such service will survive. For, say 
what you will or do what you will, the 
best service for the majority is the only 
one that will or should endure. 
_ We find evidences of the truth of this 
statement on every’*hand. Perhaps the 
_ *Abstract of an address before the Wis- 


consin Utilities Association, Wausau, Wis., 
Aug. 14, 1925. 


most recent proof is to be found in 
Norfolk, Va. There an agreement has 
just been entered into between city 
officials and the Virginia Railway & 
Power Company, owners of the electric 
railway lines, for the complete co- 
ordination of all local transportation 
service, involving the taking over of 
local independent bus lines by the 
company. é 


SERVICE UNSATISFACTORY WITH 
UNRESTRICTED COMPETITION 


The reason for this move is that 
under unrestricted competition between 
independent bus lines and the electric 
railway company, service to the general 
public has been wholly unsatisfactory. 
Faced with keen competition, the elec- 
tric line has been unable to render 


COMING MEETINGS 
OF 
Electric Railway and 
Allied Associations 


Aug. 27-28—Iowa Electric Railway 
Association, Operators’ Section, Han- 
ford Hotel, Mason City, Iowa. 


Sept. 10— Central Electric Rail- 
way Master Mechanics Association, 
Grand Hotel, Anderson, Ind. 


Sept. 28-Oct. 2— National Safety 
Council, Cleveland, Ohio. 

Oct. 5-9—American Electric Rail- 
way Association, annual convention 
and exhibits, Young’s Million Dollar 

Pier, Atlantic City, N. J. 


Oct. 21-23—American 
Society, Boston, Mass. 
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adequate service, and the bus lines have 
not proved the bonanzas that high- 
powered salesmen and political dem- 
agogues sometimes paint them to be. 
The result was that the electric lines 
could only do the best they could, which 
was not good enough, and the buses 
deteriorated badly. 

In this situation, the inevitable re- 
sult of competing local transportation 
systems, the city officials turned to the 
one reliable transportation agency 
which had standing because of its 
years of service and unquestioned 
financial ability, and made an agree- 
ment with it to supply local rides to 
all Norfolk. Now the majority of the 
people, being again assured of ready, 
reliable, constant service, are well 
pleased and Norfolk merchants feel 
that their city is going forward to the 
greater progress which dependable 
transportation assures. 

The provisions of the Norfolk agree- 
ment should be particularly interesting 
because they show marked progress. 
Among other provisions are these: 

Disregard of the present street car 
fare and installation of a rate of fare 
on buses which will guarantee an 8 
per cent return on the company’s in- 
vestment. 

Service requirements to be mutually 
agreed upon between city and company 
officials, and which shall not prevent 
the earning of the 8 per cent guarantee. 

Substitution of a 2% per cent gross 
revenue payment for all license taxes 
and other city taxes. 

Let us consider the provision regard- 
ing fares. Here are involved two 
great principles which must guide the 
making of all future local transporta- 
tion contracts. The first is that people 
who want to ride in buses must pay 
the cost of that ride. It probably will 
be higher than the street car fare. 
It is folly for any one to say that in this 
stage of bus development, rider for 
rider, passengers can be carried as 
cheaply in buses as in electric cars. 

Secondly, this agreement contem- 
plates a rate of fare which will provide 
the owners of the buses not less than 
an 8 per cent return on their invest- 
ment. This is entirely fair. It is not 
too much, and the guarantee of it 
furnishes the operator with an incen- 
tive for working. 

City officials of Norfolk evidently 
have learned this important lesson: 
If you would have dependable trans- 
portation service, you must pay a fare 
which will render a reasonable profit 
to the operator. The service require- 
ment is important, too. As electric 
railway lines rapidly take over the 
makeshift bus lines now competing 
with them, or install supplemental bus 
service, they must not be asked to do 
too much. The cost of bus operation 
today is a very uncertain thing. No 
company can be blamed for. proceeding 
cautiously in adding supplemental bus 
service. Any one who has had any ex- 
perience with bus costs knows that 
statistics of the best regulated com- 
panies vary widely. So all communities 
should be lenient with their transporta- 
tion agencies in requiring extensions 
of service. 

This is a situation which must be 
met, so we had best prepare for it. It 


is regrettable, but it is true, that be- 


‘ 
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eause the bus is a new conveyance, 
riders have been more inclined to 
forgive its shortcomings than they have 
the electric car failings. Reference to 
the class of service rendered by buses 
in Akron, Des Moines, Saginaw and 
other cities when electric railway 
service stopped will show you what the 
people have stood for. But they never 
would stand for that from us. Nor 
would we, with a pride as well as a 
financial interest in our industry, ask 
them to stand for it. 


TAXATION BURDENS Too HIGH 


Finally, the Norfolk agreement pro- 
vides for a very considerable reduction 
in the company’s tax levy. This is 
important, and the only unfortunate 
feature of the situation is that it does 
not apply to the entire electric railway 
industry of the United States. The 
industry is carrying a back-breaking 
tax burden. In New York, for instance, 
taxes of electric lines amount to 15 
per cent of their gross and often more 
than their net. Most of these taxes 
are survivals of the days when it was 
the custom to impose new taxes on 
utility companies whenever more money 
was needed for the state or community. 
No longer can this be done and trans- 
portation furnished. From now on you 
are going to see the tax burdens of 
electric railway lines made more rea- 
sonable, as has been done in the 
Norfolk case. 

I have dealt thus far largely with 
the co-ordination of electric railway 
and bus service because that, it seems 
to me, is one of the most important 
current phases of our industry. I trust, 
however, that none of you will gather 
from my remarks that I am of the 
opinion that our electric cars are going 
to be supplanted in the main by buses. 
I believe nothing of the kind. What I 
do think is that the bus, directed by 
electric railway managements, is going 
to help serve the people. How far it 
will serve them will be decided by the 
people themselves. They will acept 
the bus under some such fair condi- 
tions as those set forth in the Norfolk 
agreement. Distinctly, electric lines 
are not going to be compelled to sac- 
rifice their existing properties and 
substitute bus service for cars under 
old rates and conditions. This is not 
going to happen. _ Slowly, but surely, 
the people are realizing that progres- 
sive electric line managements are best 
equipped to render them full and fair 
service, and they are turning to those 
managements with proposals for serv- 
ice under fair rates of return, and 
getting it. 

That the electric railway industry, or 
‘any great part of it, is doomed is 
unbelievable. I base this statement on 
the very essentiality of the business. 
The majority of the public now is, and 
has been ever since our industry came 
into being, dependent on electric rail- 
way companies for transportation. 
That this demand for such a public 
service will continue is patent. Methods 
of providing transportation may change 
in certain details, but the mass of the 
people must continue to be carried by 
a public service. The organization 
best fitted to perform this service will 
be called upon to render it. We must 
and will remain that , organization. 
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Since in the long run service cannot 
be rendered without a fair profit, that 


profit must of necessity come, too. 


When you seriously consider the 
magnitude of our industry, the ridic- 
ulousness of the suggestion that we can 
do aught but continue to render the 
principal local transportation service 
of the country is apparent. 

There are today 857 electric lines in 
the United States. They operate 44,000 
miles of track, with 105,000 cars, and 
carry 16,000,000,000 passengers annu- 
ally. This is seventeen times as many 
riders as the steam roads carry and 
many times the number of revenue 
passengers carried by common carrier 
buses. No accurate common carrier 
bus figures exist, but the most reliable 
statistics available, gathered jointly 
by automotive and electric railway 
sources, indicate that there are about 
30,000 such buses in the United States 
carrying perhaps two billion passengers 
a year. This is about one-eighth the 
number carried by electric cars. Elec- 
tric railways are rapidly absorbing 
scattered bus lines and creating new 
bus routes. This service rendered by 


electric lines has grown 129 per cent in| 


the last year. More than 3,000 buses 
now are being operated in conjunction 
with electric cars. 

However, in order to maintain this 
supremacy in local transportation, we 
must modernize our electric cars, 
render the fullest possible service, and 
by the use of advertising and through 
state committees on public utility in- 
formation tell the whole truth about 
our business to the public. 


MODERNIZATION OF EQUIPMENT 
ESSENTIAL 


The question of modernization of 
electric railway equipment admits of no 
discussion. The electric railway indus- 
try must keep pace with the times or 
it will pass out just as surely as the 
horse car has passed. The mere fact 
that the electric car today seems best 
suited to supply the principal form of 
local transportation doesn’t mean that 
the car of twenty years ago, nor even 
the car of today, is destined to fill this 
need indefinitely without improvement. 
It must be improved constantly. Oper- 
ators of electric railways and manufac- 
turers of electric cars must be fully 
as aggressive in their effort to mod- 
ernize their cars as are the bus and 
automobile manufacturers. 

There is much truth in the defense 
that many companies have found it 
difficult to finance new equipment, but 
it is a plain business proposition. The 
merchant who deals in the best and 
cheapest rides is going to get the busi- 
ness. Conversely, ‘the merchant who 
carries a stock of inferior rides and 
inadequately covers his territory is not 
going to get the business. This fact 
is founded on plain business principles 
which are equally true in the sale of 
rides, or anything else. 

Important as is the improvement of 
electric car equipment, that is not 
enough. The managers of our prop- 
erties must take such steps—progres- 
sive steps—that they will be known in 
their communities as transportation 
agents and not merely “street car men.” 
If they will fulfill all of the trans- 
portation requirements of their com- 


‘future will produce sufficient return to | 
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munities, none need have any qualn 
about their future success. If the 
render only a_ partial service 4a) 
permit others to compel them to sh 
the local transportation revenue > | 
them, of course they shall not fare wal | 
We have suffered much from con 
petition throughout this country. M 
of it has been unfair. The ‘vilaane 
bus and truck operators have preyed | 
relentlessly on us for many years. | 
Here as elsewhere, however, in m 
instances, we have hesitated to broaden | 
our service. There are many reasons: 
for this. Many of them are so 
from a business standpoint. Often, we 
have doubted if additional service was 
warranted. Again, some of us hay 
hesitated to embrace new forms ¢ 
transportation because we believed t 
would prove unnecessary or unp 
itable. Competitiors, sometimes 
couraged by manufacturers, have 
hesitated to enter the field. Often t 
have been able to show a profit a | 
in almost every instance they have | 
decreased our earnings. In this situa- 
tion the question arises: What was | 
and is the best thing to do? Shall we | L 
permit competition to enter in and} 
take~chances on its failing to ma 
a profit, or shall we prevent compel 
tion by enlarging our own service and | __ 
taking a gambling chance that the | 


| 
| 
| 


{) 
en 1 
| 


warrant our move? No broad general || 
rule for meeting such a situation can | 
be laid down, but it is’: my conviction > 
that in so far as possible we should so | 
thoroughly cover our respective ter- | 
ritories that competition will be dis- | 
couraged. 
Regulation of buses nationally and 
locally confronts us. It is only fair 
that motor vehicles should be classified | 
as common carriers. To ask one car- i 
rier to submit to restrictions and reg- | 
ulations and to. permit another, paral- | z] 
leling the regulated carrier, to ‘operate | i) 
unrestricted is contrary to all prin- | 
ciples of fairness and will not long | 
be countenanced. 
Nationally, there is a similar situa i 
tion regarding the regulation of buses | 
engaged in interstate traffic. Today in- 
terstate buses, as unregulated common 
carriers, are competing on every hai 
with steam and electric railway ie 
mon carriers, which long have bi || 
under governmental control. It is | | 
necessary for me to dwell on the un- 
fairness or the grave dangers of this | 
situation. It embraces danger not 0 
to steam and electric roads, but 
to established bus lines of higher ehat 
acter, of which there are many. 


TRAFFIC CONGESTION Is IMPORTANT — 
PROBLEM 


| 
| 
| 


Another grave problem with whi 
the industry has to cope is that ¢ 
maintaining schedules in downto 
streets. Where once this was a problen 
only in the larger cities, now, on a¢ 
count of lack of proper ordinances 01 
inefficient enforcement, it has become 
an issue in almost every city and town 
in the United States. There is né 
doubt that both motor car owners an 
transportation companies have certall 
rights which should be granted by cit; 
officials, and once granted, prote 
No one will seriously contend that al 
electric car should not have the righ 
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yay over its tracks at all hours of 
‘day and night. 
‘any right in such circumstances to 
it up. Officials of every city should 
be this right and enforce it. 

‘he short cut to the solution of the 
agoing problems, as to all others, is 
get your side of the story fully to 
‘rv riders. Here, then, enters the 
stion of public relations, embracing 
| broad field. of public speaking, 
jertising and publicity. Our rela- 
‘is have improved greatly in recent 
+ rs, because we have been making use 
‘the publicity instruments at hand, 
-/ there remains much to be done. 

feet your public. Advertise. There 
‘almost no recognized channel of ad- 
‘tising which electric railway and 


Newspaper advertising is 
The companies’ own me- 
(ms, such as window signs and car 
ds, are hard to beat. In fact, almost 
y medium is good if used often. 


= vantage. 
mm only should the paid advertising 


tellent. 


umns be used freely, but all news 
ould be made available as it happens. 
‘lo not believe that any local trans- 
rtation company or the industry can 
ceed by attempting to cover up the 
ots about itself. 
Our industry would not have suf- 
‘red so many reverses if we had not 
en too slow in getting all the facts 
jout it to the people. Marked prog- 
8S in supplying the public with in- 
-rmation has been made throughout 
e United States in the last five years, 
it even today, the job is not being 
me adequately. It scarcely can be 
‘erdone. 8 
_ Does any one seriously contend that 
i executives had begun twenty or even 
n years ago to enlighten the riding 
ablic regarding the facts on _ local 
‘ansportation that the demagogues 
ould be riding as high as they are 
‘day in many communities? I think 
>t. “Bunk” is the only word that 
lequately expresses the many state- 
Peer broadcast throughout the country 
‘most daily by the anti-transportation 
‘roup of politicians. Any one who 
grows the facts recognizes the falsity 
‘ many of these statements, but how 
1m the public be expected to know that 
ese statements are not true if the 
_'ansportation men themselves do not 
efute them? 
| There is only one way to silence the 
lemagogue. That is, first, place your 
/ouse in order, and then meet his every 
alse statement with facts. Trans- 
ortation men in many parts of the 
ountry are supplying unquestioned 
pformation regarding their business, 
ind meeting the attacks of their op- 
‘onents openly. ‘They are accomplish- 
hg this in a straightforward, honest 
jmanner. No _ tricksters, no _ high- 
jowered publicity men who are pur- 
‘jorted to have pull in newspaper offices 
ior other similar agencies are em- 
loyed. It is mere dealing in truth. 
Your state committee on public utility 
information is doing it here, and it is 
worthy of your very earnest support. 
_ To summarize: Co-ordinate existing 
services under your own managements, 
‘0-operate with your public and other 
itility men, give good service, be fair 
jand frank, believe in your industry 
and yourself, and you will win. 


i 
| 
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No other vehicle - 


r, companies cannot use to good ~ 
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Selecting and Training Bus Employees* 


Standardized Practice and Careful Follow Up Are Advocated as a 
Means of Developing Correct Operating Habits—Method 
of Selection Is of Prime Importance 


By ArTHuUR J. ROWLAND 
Educational Director Milwaukee Electric Railway & Light Company, 
Milwaukee, Wis. 


| ie ORDER: that the transportation 
offered customers by bus shall be 
satisfactory, it is necessary that a 
pleasant ride shall be supplied by regu- 
lar, maintained service, on a good 
schedule. To supply such transporta- 
tion it is necessary to depend to a very 
great extent on the men who drive the 
buses. To find the right man and 
qualify him is no easy task. No perfect 
system has yet been worked out. But 
whatever be the method used, it must 
be based on a real knowledge and 
understanding of the qualifications for 
the job. 


THE Jos Must BE STUDIED 


The first step, then, is to study the 
job. This includes consideration of the 
kind and type of buses in use and the 
method of control; the kind of service 
(city, interurban or suburban); the 
traffic conditions, whether on streets or 
highways; the headway or running 
time; the accident hazards; the method 
of fare collection; the reports to be 
used; the amount of supervision to be 
given; the hours and working condi- 
tions; the amount of schooling neces- 
sary to develop intelligent responsi- 
bility for maintaining schedules, mak- 
ing reports, for care of equipment, and 
especially to make the job one of real 
public service. 

With such data at hand it is possible 
to determine the kind of man best 
suited for the job, and the kind of train4 
ing necessary to fit him for the proper 
performance of his duties. In order 
to be a good driver a man must have a 
good power of observation. He must 
have alertness of mind. He must have 
the power of persistence of attention. 
He must be readily trainable in motor 
response and have good powers of 
selective response. 

In the function of the man as 
a collector he must have a good judg- 
ment of people and a good memory for 
faces. He must be able to make correct 
change and such simple calculations as 
are required on the job. He must be 
ready to give service which will be 


satisfactory to his patrons and must be 


naturally courteous. He should be cool 
in emergencies, quickwitted and re- 
sourceful. He must be a man who can 
be trusted with responsibility and who 
will be constantly concerned with 
safety. He must be a man of good 
moral character. All these things are 
much more important than anything 
connected with his height, weight, age, 
personal appearance, or even his health. 
However, a man who. is too tall cannot 
work as a collector and one too light 
cannot handle a heavy bus. A driver’s 
leg length bears an important relation 
to the arrangement of the driver’s seat 
and operating mechanism. 


*Abstract of paper presented before the 
railway section Wisconsin Utilities Asso- 
ciation, Wausau, Wis., Aug. 13-14, 1929. 


It happens that the more important 
qualifications are those which it is most 
difficult to determine. Some of them 
involve in a very substantial way a 
man’s personal characteristics and 
abilities. Often, his natural associates 
and his home conditions have much to 
do with his qualifications. In selecting 
bus operators the procedure might be 
to seek men who had such character- 
istics and capacities as have been set 
down, and then after selection to de- 
velop them by a course of training. It 
is essentially this procedure which is 
used by transportation companies when 
seeking motormen and conductors for 
electric cars. In the bus business, how- 
ever, the operator gets into a closer 
personal relation with his passengers 
than the average motorman and con- 
ductor. He also has a more complicated 
equipment to manage and a greater 
variety of operations to control while at 
his work. The training, therefore, for 
a qualified man who has to learn all 
that the job includes would naturally 
have to be considerably more extensive 
and complete than for ordinary trans- 
portation work on electric cars. 

The best selection procedure takes 
account of some knowledge a man al- 
ready has and utilizes it from the be- 
ginning. There are two alternatives 
between which a choice can be made in 
seeking and choosing men for this kind 
of work. One is to find the type of per- 
son who knows how to meet and deal 
fairly and pleasantly with the riding 
public (the cashier or salesman type of 
man) and then to give him a complete 
training in driving and managing the 
mechanical equipment of a bus. The 
other way is to choose a man who 
knows trucks and truck driving and 
have his training develop his sense of 
responsibility and of public service. 
The latter type of man, if he has or can 
quickly develop the right kind of per- 
sonal characteristics, is the desirable 
one to be selected, because it takes only 
a short time to prepare him for his new 
duties. 


DRIVING TEST ONLY First STEP 


The selection procedure for such men 
must begin with a driving test. This is 
a true trade test. A properly planned 
and standardized test can be conducted 
in such a way that not only can a man’s 
present skill be learned, but a number 
of things in regard to his abilities as 
well. The “know it all,” the one who 
will take a chance, the man who is more 
or less listless, or indifferent, the man 
who is quick to learn are readily recog- 
nized. 

Most of those qualifications men- 
tioned earlier as desirable qualifications 
for a driver come to attention in this 
trade test. It shows powers of observa- 
tion, driving skill, judgment of dis- 
tance, quickness of response, ability to 
co-ordinate, quickness of habit forma- 
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tion, memory, attitude toward the job, 
and mechanical knowledge. It is even 
possible to produce conditions — suffi- 
ciently like those in emergencies to 
examine a man’s probable performance 
when he faces unusual or extraordinary 
conditions. 

A driving test to be useful must be 
standardized and the results it shows 
must be properly graded. It must then 
be followed by certain other determina- 
tions, which will bring out as clearly as 
possible exactly the type of man who is 
under consideration. 

Such a driving test should be accom- 
panied by tests designed to show abil- 
ities which it cannot reveal. A prop- 
erly managed interview gives the op- 
portunity to learn a man’s environ- 
mental background, his emotional con- 
trol, his driving motives, his developing 
tendencies, his social attitudes. Along 
with these it is relatively easy to get 
in detail his personal history, including 
his education, his financial standing, 
his home conditions, and his use of his 
spare time. It will be based partly on 
results shown thus far: the data given 
on the employment blank and the record 
of the driving test. It is easy while 
a man is being interviewed and pass- 
ing his tests to determine many things 
in regard to him by checking his 
qualifications as the tests show them. 
His former employers may be asked 
about him and the social agency in the 
location where he lives may be con- 
sulted. The credit bureaus may have 
some useful information. Sometimes 
the police department can be consulted 
with profit. 

Such an investigation as I am recom- 
mending, making up a complete selec- 
tion procedure, takes some time and 
costs a little money, but in the long 
run it pays well to see that the men 
who are put into training for bus work 
are the men who are likely to stay on 
the job and be satisfactory in the work 
to which they are assigned. A man 
will never measure up perfectly in all 
the investigations, but may be taken if 
on the average he is satisfactory. If 
during the selection a real doubt of his 
availability develops, experience shows 
that he will later fail to give full satis- 
faction and will have to be eliminated 
from the organization. 


EMPLOYMENT SHOULD BE HANDLED 
BY EXPERT 


The selection procedure that I am 
describing cannot be conducted except 
by some one who is thoroughly qualified 
by knowledge and experience in such 
matters. There is far more in this 
procedure than carrying through a 
routine and marking the number of 
mistakes made. In a test of driving 
ability considerable judgment must be 
exercised, and the grading must be done 
by a method thoroughly understood and 
by an intelligent person who is very 
alert to the interpretation of every 
action. 

It is really quite an expert job to 
handle an interview satisfactorily, first 
gaining the confidence of the prospect 
and then discovering those things which 
will have an important bearing on his 
future availability by leaving things 
which can only be revealed as the inter- 
view is directed by the aid of clews 
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which are seized upon when they show 
themselves. 

A training course worth giving must 
be one which is systematically organ- 
ized after such careful study of the job 
as described at the beginning of this 
paper. Due account must be taken of 
the fact that men who want bus work 
are not accustomed to school methods 
or to any kind of formal study. To be 
effective a course must be planned, laid 
out according to a logical development, 
and the men who take it led on step by 
step through all the stages of training 
required in a fully rounded plan. 

The training course must include 
three distinct features. These are 
training in (1) driving, including 
safety; (2) routine, including fares, re- 
ports, etc; (3) dealing with passengers, 
including all service relations. It is 
necessary to start a training course, 
assuming that the men to be trained 
know very little indeed. It is remark- 
able how little knowledge men who 
have been driving trucks or other auto- 
motive equipment for years have of 
good driving practice or of the me- 
chanical equipment which they must 
handle. 


STANDARD Practices Must BE 
ESTABLISHED AND MAINTAINED 


Before the training starts a standard 
driving’ practice must be established 
both for all regular operations and 
for any probable emergency conditions. 
Standard practice can be reached only 
by a study of the equipment to be used. 
It can be worked out first with respect 
to the safest way to operate, and then 
modified by consideration of the sched- 
ules which have to be maintained and 
the service which it is desired to render. 
Standard practice does not become 
established at once or for all time. The 
addition of a different type of equip- 
ment on a bus system may lead to large 
modifications. 

The aim in training men to control 
vehicles properly and to give satisfac- 
tory service is to establish habits, and 
then to fix them. The instructor seeks 
to establish habits so firmly that for 
ordinary purposes, and for emergency 
situations as well, certain methods and 
movements become automatic. 

The process of training to know fares, 
the routine of reports, the accepted 
method for making change or taking 
care of luggage, and all the other 
things which a well qualified man must 
handle include the same methods as 


those used in training for driving. <A. 


standard practice must be worked out 
and taught. 


HANDLING PASSENGERS IMPORTANT 


In all standard practice, service to 
passengers must be kept in view. 
Hence during the progress of pupils 
through a training course they hear a 
great deal about service in connection 
with every subject taken up. They 
learn that the method of making 4 stop, 
where the stop is made, how gears are 
shifted and other features of driving 
are managed, are all matters of service. 
All driving methods are taught in rela- 
tion to service; but so also are the 
methods of taking fares, of making 
change, of making announcements. No 
man can go through even part of such 


“vides for capacity to meet emergent 
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a course as that herein described ¥ 
out being deeply impressed wi 
relation of every part of his 
good service. He realizes early 
“there is a vast, difference be 
hauling bricks and hauling people 
soon learns that he is being train 
give the passenger a pleasant rid 
To some extent a man mus 
taught how to meet such eme 
conditions as the driver is likely 
counter at any time on the road. 
standards firmly established, 
good judgment and a quick wit to st 
port them, most types of accident w) 
be readily avoided. Emergencies 
ways excite the emotions to 
extent and the effect of the emo 
on behavior is to throw into 
any habits which are recent or 
have not been sufficiently pra 
Then older and stronger habits 
into control. Under emotional 
tions we always act according t 
way in which we have most frequ 
acted, or when no fixed habit has 
formed we fail to act at all. In 
governs reason when the intelle 
nature is overbalanced by the emo 
A sound training course, therefore r 


by so firmly establishing fixed 
that the right response is certain 
made when a crisis suddenly arises. | 


FoLLow-Up Is N®CESSARY 


After the brief period which 1 
limit the formal training which it 
possible to give men designated fo 
service, it is absolutely necessa 
have an_ orgapized follow-up; 
through the follow-up to check back 
only to see ‘that habit formation ¢ 
tinues but that continued interest 
development on the job occurs. — 
follow-up must also be used as a ¢ 
back upon the selection procedur 
upon the arrangement of the train 
course. The man who does the fo 
up should be one who cannot onl 
his work with earnestness and i 
operation with others concern 
selection and instruction, but he 
be so gifted that he can help to im 
the methods in use for developing 
factory operators. 


ly 


International Verein Elects. “i 
Officers ia | 


T THE third annual meeting of the 
Internationaler Strassenbahn 
Kleinbahnverein, held on June 21. 
at Budapest, the following officers v 
elected: 

President, Ing. L. Spangler, Vient 

Vice-presidents, Dr. F. Wussow, 
lin, and T. E. van Putten, Amsteraani. 

Members of the executive committee?) 
A. Falkenberg, Oslo, Norway; — 
Drager, Berlin; H. Geiser, Schaffhaus: 
Switzerland; Ing. O. Hausmann, 
lonz, Bohemia; O. Hubrich, Essen, 
many; E. Hultman, Malmo, Swed 
O. Léwit, Mannheim, Germany; Dr. 
Mikl6osi, Temesvar, Rumania; N. Paw 
Pozen, Poland; K. Norregaard, Cope 
hagen, Denmark; S. von Sztrok 


all 


Secretary, Dr. A. Ertel, Vienna. — 
The next meeting of the association 
will be held in Copenhagen, Denmai 


e: 
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iF ROM the manufacturer’s viewpoint 
' the electric railway industry pre- 
ats a rather unique situation. It, as 
| industry, is no longer viewed from 
‘je ordinary buyer and seller stand- 
int, but rather from the viewpoint 
| the economic service that it is best 
ited to render all industry and society. 
ne electric railway industry suffered 
ore than any other basic industry 
om the upheavals that attended the 
jar, especially in the unbalanced con- 
- tion that was caused by high labor 
Be material cost on the one hand, and 
_ ith restricted income on the other. In 
_ |dition, the advent of the private auto- 
- obile took away 20 to 25 per cent 
| railway patrons, and added at the 
ime time to the cost of operation due 
| congestion, accidents, etc. All of 
-iese factors came into action to an 
larming degree and placed the in- 
astry as a whole in a condition that 
ould have discouraged most business 
jen and caused them to throw up the 
“gonge and quit. The public generally 
id not understand the facts and did 
ot appreciate the kind of business men 
nat were in charge of their electric 
_ailway properties. The character of 
Fs men behind the industry was shown 


aioe 


oneclusively during this trying period. 

‘hey stuck to the ship and weathered 
he storm, and so we find ourselves 

oday with brighter days ahead. The 

fagazine of Wall Street’s 1925 mid- 
fear review of public utilities, among 
ither things, has this to say: 
| “The tractions, contrary to public im- 
yression, are not defunct. In fact, they 
ive very much alive. Progress is being 
¥ nade to modernize equipment; the fare 
_ juestion seems more or less settled ex- 
_tept in such a city as New York; a 
_ more intelligent attitude toward motor 
bus competition is observed.” 

In view of past and present condi- 
ions there are three fundamental 
angles of the manufacturer’s viewpoint 
of the electric railway situation that I 
want to point out and discuss briefly. 
These include consideration of the basic 
nature and necessity, of local transport 
ervice, the problem of financing im- 
‘provements and the importance of 
adequate and proper maintenance. 

Effects produced by restricted trac- 
tion facilities in all of our great cen- 
ters of population, as well as that of 
the interurban and suburban lines, have 
brought home to the manufacturers in- 
terested in the general progress and 
development of the entire electrical art 
and its broad service to society a keen 
realization that all progress is severely 
hampered if adequate transport facili- 
‘ties are not provided. Therefore, the 
viewpoint of the progressive manufac- 
‘turer toward the electric railway in- 


Abstract of paper presented before the 
Tailway section Wisconsin Utilities Asso- 
ciation, Wausau, Wis., Aug. 13-14, 1925. 


A Manufacturer’s 
Railway Situation*® 


)Adequate Transportation Is a Fundamental Factor in Community 
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View of the 


| Development—Ways Must Be Found to Finance New Equipment 
_ —Municipal Ownership Is Impracticable and Undesirable 


By N. G. SYMONDS 
Westinghouse Electric & Manufacturing Company 


dustry is one of broad co-operation and 
understanding. He has a definite aim 
toward assisting in every consistent 
way to solve their operating and main- 
tenance problems. Co-operation by na- 
tional] advertising that conveys to the 
public a better appreciation of the 
economic service rendered by the in- 
dustry, so that all industry and society 
may prosper accordingly, has been used. 

Frankly speaking, we are very proud 
of the part we have been privileged to 
take in ‘this great work of co-operation. 
We know it has been appreciated by ex- 
pressions of approval and commenda- 
tion that your railway executives have 
showered on us, and I don’t mind tell- 
ing you frankly that, taking the in- 
dustry by itself, the funds that have 
been expended on apparatus develop- 
ments and improvements, engineering 
service, etc., could not be justified from 
a purely profit and loss standpoint. 
But the courage and foresight that the 
operating executives have shown right 
along, coupled with the knowledge that 
our American community development 
depends upon the progress of econom- 
ical transport service, encouraged us 
to get aboard with you and we are now 
going stronger than ever. As a result, 
we hope to enjoy with you in the not 
distant future the rewards that we 
hope will come to both the operators 
and the manufacturers. 

As to some of the things that we as 
manufacturers have observed in our 
contact with the industry, we have seen 
examples of what is possible with 
really progressive managements in go- 
ing after the business in a determined 
way. We feel that much more of this 
kind of effort is possible and justified; 
not only in devising business attract- 
ing measures, but also in finding ways 
and means to bring cars and equip- 
ment up to date. There are very few 
instances over the country where 
modern cars and equipment have not 
more than justified the expenditure. 
Many have found it very advisible to 
make full use of the bus, which has a 
distinct field of service of its own. We 
must bear in mind that if the electric 
railway service is inadequate, behind 
the times in appearance and allowed to 
run down, the public will resent this 
and probably will do things that will 
hamper and restrict other public utili- 
ties—power, gas, telephone and tele- 
graph. So, in general, it behooves all 
public utilities to be sympathetic with 
the electric railway. 


APPEARANCE AND COMFORT ARE 
IMPORTANT 


Many of us have forgotten that most 
of the earlier interurban lines and 
street cars were designed for comfort 
and the attraction of pleasure riding. 
In most cases we have got away 


from these ideas in our effort toward _ 
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ultra-utilitarian equipment, and have 
probably unwittingly increased the 
competition from the automobile. We 
seldom see any more the open bench 
summer pleasure cars which were often 
substantial revenue producers.  Per- 
haps if we appealed at proper times and 
places to the pleasure element and en- 
deavored to attract patronage in that 
manner we would be better off. We 
find in our own case that not only 
must we design apparatus of high effi- 
ciency and low cost, but if its looks are 
against it we do not make the sale. 
That is true, by and large, in all lines 
of endeavor. 

Adequate financing of betterments 
and improvements can be done in one 
of two ways; either by municipalizing 
the electric railways, or by some means 
devised jointly by the electric railways 
and manufacturers whereby old equip- 
ment can be replaced with modern 
cars. This is a serious problem, but it 
is one that must be solved. 


MUNICIPAL OWNERSHIP Is Nor 
THE WAY 


The vast majority of American busi- 
ness men do not believe in municipal 
ownership. Their experience in most 
cases has shown that it unquestionably 
begets lack of initiative, high cost to the 
public, and poor service. That is true 
wherever you have to do a work with 
people whose jobs depend on a political 
affiliation rather than efficient service. 
Yet the cities in general can get the 
money to do the work at somewhat 
lower rates of interest, especially with 
tax exemption. Many theorists and 
politicians use these arguments con- 
tinually to preach the glories of mu- 
nicipal operation. It becomes more and 
more essential that we find some pri- 
vate ownership. method of financing this 
work. This involves real constructive 
work on the part of bankers, electric 
railway executives, and manufacturers. 
The steam railroads solved this ‘prob- 
lem through car trust certificates, and 
it seems desirable that the electric rail- 
way industry use this more generally 
and effectively. 

We may spend thousands of dollars 
on better publicity, better employee 
relations, better public relations, etc., 
but it will be money spent in vain un- 
less we give the people the best there 
is available in the form of modern car 
service. That can come only through 
a fair method of financing. Surely the 
public cannot be transported adequately 
if you do away with the street cars, 
and the public will surely suffer if the 
street cars are run by politicians. If 
not directly, then indirectly through 
higher taxes. The manufacturer is 
ready to do his part in the work, but 
the railway eee y must take the 
initiative. 


ADEQUATE MAINTENANCE IMPORTANT 


While there has been considerable im- 
provement in maintenance practices 
during the past few years, there is 
still room for progress in this direc- 
tion. Equipment better maintained 
means less failures in service, and that 
means less expense of ‘upkeep and 
greater revenue, besides enchancing 
public opinion in your favor. 

Modern facilities are lacking in the 
shops of many railways, yet they still 


continue to manufacture many renewal 
parts that could be made cheaper and 
better in the manufacturer’s plant. 
There also exists an opportunity for 
greater economies in general mainte- 
nance and upkeep practices. As you 
probably know, the company with 
which I am connected has been con- 
ducting a quiet campaign on better 
lubrication. Our observations disclose 
that poor lubrication results in high 
maintenance all around; in rapidly worn 
bearings, looseness resulting in high 
deterioration of all parts of the car, 
trucks and motors, as well as objection- 
able noise. Hence, if lubrication is 
improved, a big step toward better 
economy and more satisfactory opera- 
tion is achieved. 

Another important step is to provide 
more reliable renewal parts. Recogniz- 
ing the high maintenance resulting 
from indiscriminate selection and home 
manufacture by many railways, we con- 
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ducted a broad study of this matter 
in connection with our whole program 
toward assisting the industry to get on 
its feet. We decided to build addi- 
tional factory facilities with engineer- 
ing specialists devoting their time ex- 
clusively to the work of better main- 
tenance and better renewal parts 
service. 

The demand for less noise and more 
reliable and speedy operation makes it 
imperative that the motor propulsion 
equipment be efficiently maintained. It 
is surely poor judgment to purchase 
new equipment and allow it to run down 
and then patch it together with parts 
that are not manufactured with the 
same experience and knowledge that 
developed the motors originally. 

We are confident that this whole 
subject of better maintenanee and use 
of better renewal parts will be found 
to be well worth all the intelligent 
analysis and study you can give it. 


Wisconsin University Fellows 
Report 


ESULTS of a study of track 
paving design made at the Univ 
sity of Wisconsin under the rail 
fellowship established by the Wisconsin 
Utilities Association were presented | 
fore the railway section meeting 
Wausau, Wis., by E. M. Plettner. 
This is the first report prep 
under the auspices of: the associa‘ 
Under the arrangement, the unive 
selects a man each year to carry on 
work on a subject selected by the a 
ciation. ‘The expense of maintaini 
the fellowship is carried by the associ- | 
ation. Many phases of track and 
ing design were covered in the rep 
which is on file in the association offie 
in Madison. A summary of data 
lected from properties in the Wiscor 
district is given in the accompany 
tabulation. 


= 
SUMMARY OF TRACK EXPERIENCE AND PRACTICE IN WISCONSIN TERRITORY 
Most Satisfactory Older Track = , 
Rails _—_ 
Cost Height of : Lb./Yd. 
Company Location Date Paving Sq. Yd, | Rails Type of Rails Weight 
Wiss By, slates Pwrs Cover. sci iat a La Crosse........ 1990 ~=—s- Vit. Brick...... pes im. 72 ; 
Duluth St. Beyitsos. ck Se Sager, Sine ioteios Daluth 2g 1901 Wit-Briek,..4..: $1.63 7 in. 7 
Menominee & Marinette L Traction Co Menominee..:... 1903 Vit. Brick... i. 3 in 6 , 
Wisy iting PiwriCortne in uree pene eee eee Fond du Lac..... 1904 Vit. Brick 2.85 6 in. 72 
Chi Ni Shore }..-5 wae het hee ee Highwoo: 1908 Vit. Brick...... NES ae 95 aa 
Wag.iValleysPwr Cos ssieisv! ater eae eon Wausau......... 1916 Vit. Brick...... 2.08 6in 72) 
Rockford & Interurban Ry................. Rockford........ 1916 Vit. Brick...... 3.50 6in Lackawanna. .... 100 
=, 
Ties ye 
[ Company Material Spanning Tie Rods Spikes Joints Cross nae 
Wis) Ry.5 Lit: & Pwr Counce aaa 6x 8-x 7 in. Cedar.... 24in. @x2Zin. at 10 fti:.:. Ye x 5}in..... Cast weld... 4/0 at 500 ft. 
DwlughuSt,, Rares: sa eere ey Ute mee ee a Scam Con. Beam Tamarack. 120in, jin. at I0ft....... vs x 5% in Cast weld 2/0 at 932 ft. 
Menominee & Marinette Lt. & Traction Co.. © Cedar............... MM AG Dee. . Sol. eaten $x 54 in Compress termin 4/0 at 600 ft. 
Wissht..& Pwr Com orl specs eee en Heart Cedar.,....... SUTTONS SE eae co Sein 2 Sana Jno-bonds 4/0 at 500 ft. 
ChiG NN; Shore. 4 Geter ee eee ene White Oak. eee DUR ae SOAS DI. .\. 11. Fined &.x29¢ in... Cast weldUsasn. easton 2-3/0 at 500 ft. 
Wig. Malley Pwr! ' Cotman aeeence eee Creosoted Red Oakiy amet its 4 tivis deride. sue casera vs x 54 in...... elded./ 5.5.8 sx geen 4/0 at 500 ita 
Rockford & Interurban Ry................. Tamarack.2.. . aster AL INNS ee 95 Ghie Aenea AA vs X 5} in.. 7 ft. bonds...) 5 «i age i 
-—Total Cost per—. 
_ Mile of Track Min. Hours of Nature of - Expected Life, sent 
‘ Company Single Double Car Weight Headway Service Street Traffic Years Con f 
WissRiy.. Lts GP wr, Comins. th aaeeel ce enon |) en 38,000 Ib. 10 18 CAV Yi eee oe 45 Good 
Darhuths Sta Ryende sisi se eee ees $26,300 $46,300 48,000 lb. 2 21 Heavy2 oii... senls 20 Torn ou 
Menominee & Marinette Lt. & TractionCo. 1..... —«.- eee 24, 000 Ib. 6 17 Ordimary... 02 3x 40 Good 
a ee Sbwr: Cory Pee eee 25,000 60,000 50, 000 Ib. 15 18 Moderate........ 30 Good > 
iy GN Shore’ fe dct uta aes Paiste te ee ee Bionante Fen: 30 sm Hav yas. «teens 40 Good) 1 
Wis. Vall : and safety... 30 ‘ i 
My ee) alley Pwr iCos het esccc are 22;350' or |) eauceeae 35,000 lb. 10 18 Heavy trucking... oa A 
ockford & Interurban Ry............... 26,400 63,300 36,000 lb. 15 Fe; Heavy residence. . 25 Good . 
Modern Construction Practice 
Rails 
‘ Cost Height of Lb. /Y¥d. 
Company Location Date Paving Sq.Yd. Rails Type of Rails Weight 
ute Ry. Le nccaP wr Co: teaewetit te eee La Crosse........ 1923 Vit. Brick...... 4.60 6 in. Lorain 331....... 72 i 
WYTHE Ryn stew do eset sa ata ae Duluth eee 1922 Ree one k 
1a ers 5.89 7 in Lorain 507. f 
ones & Marinette Lt. & Traction Co.. Menominee. . 1922 Conarete. 4.00 43 in A.S.C.E... 60 
Eee Fond du Lac..... 1921 Concrete... 3.50 7 in. Lorain 507 93: 
Wi 1 Vall ore Highwood........ 1923 Concrete....... ee 7} in Lorain 102 4 
R icf arf Pwr. Co Wausau......... 1920 Concrete....... saree 6 in Lorain 33 72 
be teed oe Interurban Ry Rockford........ Bix Concrete....... 3.00 6 in ARA-A.. 100 = 
Mele Serv. Co Green Bay....... 1917 Conerete........ Bier 6 in Lorain 331....... 72 
adison Ryo. 6s eins.» Madison......... 1924 Concrete....... 3.50 6 in Lorain’ 334... 2m. 72 
- Ties: Ss s 
ened Material Spanning Tie Rods Spikes Joints Cross Bonds 
wis: nek aa Cel Shs petal Of watcrer ba rae geen) oie gy Dayton Resilient... .. OVID MCaMalctaeyventife e sicl eis) = vetthn { in. bolts Electric weld ......5.  s+ssessees 
vie st. Ry.. ; ne en ae A at on erotics DAI MM XEE ADS ceo 0css nougke Screw......... Thermit weld........ 2/0 at 466 ft. 
eee & Marinette L Traction Cows Cedar... -4.. sata DURST MeV ae cipielnls p(s = cies wes 4 x°SS in... Ss ee 4/0 cable 
beg ee WLAC OL. fare cst re een eaten cobs Dayton. Mechanical mage SOU: Sahil... cs cies ele inalaislgfoee CU ne and a ee eee 4/0 at 200 ft. 
na 1. cay Shore. eae be eee Dayton Mechanical... 30 in Mg CEPLAN oo icy nceaan! Rk ke Thermit weld......<.2 ss espe 
Meets & Pwr. Co... tbe aes es Devion Mechanical. . . 30 POG RE alee ses eae sralag ccaielgce/atatah ceeetre ge Ne naan oleae one 4/0 at 500 ft. 
Wis, Publie Berv. Gon.) cero 0077.11 1 (sedan, |: 0 Ma ct a Rae 
Madison fRiys acy ree hae Meee Je afte White Cedar PE ST). AD a ee Oe a en ¥& x 54:inm...... Seam weld ........1. nee 
(sce oe reve 
_ Mile of Trac Min. Hours of Nature of Expected Life, PB it 
Company Single Double Car Weight Headway Service Street Traffic MT ents onditiol 
Pe see Bi O8enpe aur tale dee $38,172 $79,200 15,500 Ib. ? 1) natads op cea een 
Dulut EUR yw te Nall nen heen ors 67,737 132,175 48,000 Ib. 2 21 Heavy... OU SSS 
Sh ay &: Marinette Lt.& Traction Co. 30,000 ...... 24,000 Ib. 15 17 Light. 30-40 Good 
Wis. Lt, & Pwr Cove. senesced wane 40,000 95,000 50,000 Ib. 10 18 Moderate........ 30 Good 
Wis. Valley Pwr. Co... ulti. i. i. (957505. PS Some 35,000 Ib. 10 18 Cae ee 3 ‘ i 
Rockford & Interurban Ry.. 42,240 93,480 7-17 tons ¢ 3 19 Heavy business. ; 20. +. aa 
is. Publica Servs Cost cae eee J 8-24 tons 15 18 Heavy.. : 15 Fair 
ne without paving P 
adigon' Ryte shew ee of See Pee 25,000 50,000 24,000 lb. 5 19 Heavy auto...... °° 1... 
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‘raining of Men as Investi- 
_ gators and Adjusters” 


By E. H. Crappock 


shief Investigator Los Angeles Railway, 
Los Angeles, Cal. 


'N TRAINING a man for field work 
lin this department the first requisite 
to have a man with sufficient in- 
Iigence and physical endurance who 
‘ants to be trained. The fact that he 
lants to be trained is more important 
an any other of the many necessary 
talifications. 

‘A man who comes to work for us 
| first assigned to investigations in- 
lving little or no importance. We 

J] him what to do, how it should be 
bne and impress upon him the im- 
ortance of getting at the facts as dis- 
nguished from the opinions of wit- 
esses, and then check up on results. 

As he progresses with his investi- 
ation, we go over his statements with 
im and help him with his difficulties, 
ever forgetting to pat him on the back 
then he has done a good piece of work, 
r to give him the tear gas when he 
as neglected his duty. When his in- 
estigation is complete, we sometimes 
nd it a good idea to send a good man 
ut with him to whip it into shape and 
) pick up the loose ends, such as photo- 
raphing the scene of the accident, 
he damaged property, if still there, 
nd getting statements from persons 
rho were at the scene of the accident 
rhen it occurred, and such other per- 
ons residing in the immediate vicinity 
tho were in a position to have seen 
> or some part of it. 

It is very difficult to put it over 
o the green man that the statement of 
he witness who “don’t know nothing” 
3 as important sometimes as the wit- 
ess who claims to know it all. He 
igures that if a witness says he did 
lot see the accident there is no use 
n having such witness make a state- 
nent on paper. But one cannot follow 
his business very long without seeing 
hat same witness who solemnly stated 
0 you at the beginning that he “don’t 
mow nothing” turn up as the star wit- 
less for the plaintiff, whereas if you 
ad got him to sign a statement in the 
irst place to the effect that he did not 
ee the accident it would preclude his 
estimony for the plaintiff. 

We find that the green man is apt to 
‘et a good statement exculpating the 
ompany from all liability from the 
(rst few witnesses he calls upon, and 
0 conclude that the case is too plain 
md the facts all in our favor to justify 
lim in wasting his time sitting on the 
oor step to catch a man who never 
§ at home and whom no one knows 
vhere to locate. Of course when he 
hakes this report to his chief this 
leficiency can be overcome by sending 
lim back to get his man. After he has 
vaited around at the front gate several 
lights until 2 or 3 o’clock in the morn- 
ng, and finally meets his quarry and is 
old in unmistakable terms that he 
ind his company can “go to the devil,” 
ie reports these facts to you next morn- 
ng with a dejected look, feeling that 

sg hbstract of a paper presented at the 
teenth annual convention of the Pacific 


Agents’ Association, Los Angeles, 
3a July 22-25, 1925. 3 
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the yellow slip is waiting for him at 
the cashier’s window. Then you can 
afford to pat him on the back and tell 
him that you think he is eventually 
going to be a good man. 

Our first lesson to the man we are 
training for the field is to get what 
he goes after and to never say die 
until the last witness is committed on 
paper as to what he knows, or does 
not know, about the accident. If he 
survives the first test and still thinks 
he wants to-be a claim agent, we then 
undertake his education in a more 
systematic manner. We teach him the 
fundamental principles of claim work— 
what a statement should contain and 
why it should contain such information. 
He is taught the elements of the doc- 
trine of the last clear chance and con- 
tributory negligence and made to 
understand the reasons for the rule. 
On his next assignment he is given an 
outline, of what information to get in 
a particular case and instructed to 
proceed with his investigation in the 
following manner: 

First—Go to the scene of the acci- 
dent and get the situation there well 
in mind; measure all the distances 
which may be involved and take all 
necessary photos from every angle. 

Second—Go to the claimant and 
secure his friendship and give him to 
understand that we are going to treat 
him fairly, and incidentally kick the 
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props out from any castles he may 
have built with the fortune he is about 
to receive for his injuries; in other 
words, to prepare him mentally, so that 
if the case should develop into one for 
settlement, it will be possible to talk 
settlement with him along lines of fair- 
ness in accordance with the claim 
agent’s idea of that word. 

Third—Call upon and secure signed 
statements from each witness the 
claimant has referred us to. 

Fourth—Call upon and secure signed 
statements from all witnesses and 
others shown on police reports, in 
newspapers and other public records. 

Fifth—Canvass thoroughly the im- 
mediate vicinity’ of the accident and 
secure statements from all persons who 
were present whether or not they saw 
the accident or any part of it. 

Last—We interview our own wit- 
nesses; that is, persons whose names 
were turned in by the car crew. 
Ordinarily the other side does not have 
their names or any means of getting 
them. We therefore feel safe in leay- 
ing them until the last. 

We insist that this procedure be fol- 
lowed out as nearly as possible in the 
order named, particularly so in serious 
cases, because experience has taught 
us that time is the very essence of 
every investigation or adjustment and 
that there is a proper time for each 
move. 


American esne aioe News 


Mr. Storrs Completes Trip 


INCE the Wausau meeting of the 

Wisconsin Utilities Association, 
Lucius S. Storrs, managing’ director of 
the American Electric Railway Associa- 
tion, has visited a number of important 
cities. He was in Kansas City on Mon- 
day of this week, Oklahoma City on 
Tuesday, East St. Louis on Wednesday, 
and Chicago on Thursday and Friday. 
He expects to return to New York by 
Aug. 24, 


Convention Announcements 
Mailed to Members 


DVANCE programs of the 44th 

electric railway convention were 
mailed from the association headquar- 
ters this week under the caption “The 
Shortest Week of Your Life Is Just 
Ahead.” 

Delegates should plan to arrive in 
time to begin serious work on Monday 
morning, Oct. 5, when the first meeting 
of the American Association will be 
held. The program committee has 
called time on lengthy reports and 
papers and promises to make each 
moment register real constructive 
thinking. 

Traffic problems and a discussion of 
the electric car will hold the center of 
the stage on Tuesday. The evening 
will be given over to the Advisory 
Council, which promises a series of ad- 
dresses long to be remembered. During 


the evening the award of the Charles 
A. Coffin Foundation Prize will be 
made to the winner to be selected by 
the judges from thé thirteen contesting 
companies. 

Wednesday will be manufacturer’s 
day and will be devoted to the exhibit, 
no meetings being scheduled. It is well 
that this provision is made as the 
exhibits will surpass in size and educa- 
tional value those of all other years. 

Thursday will be devoted to finance. 
At this session well-known bankers will 
discuss questions of financing rail and 
motor coach extensions—one of the 
problems of paramount importance 
facing the operator today. 

The affiliated associations will hold 
their regular meetings, at which time 
reports of the past year’s activities will 
be read and plans for the coming year 
discussed. 

For weeks the entertainment com- 
mittee has been working to produce a. 
program of amusements and diversions 
that will fittingly assist in producing 
a week long to be remembered as “the 
shortest, busiest and most profitable 
week of your life.” 

With the preliminary program, ad- 
vance registration cards and round-trip 
convention identification slips were 
mailed enabling delegates and their 
dependents to obtain transportation at 
one and one-half times the regular fare. 
Information about other privileges al- 
lowed can be obtained from local rail- 


‘road agents. 


292 


| Maintenanc 


Reconstructing Journal 
Box Pedestal Guides 


OME types of journal boxes for 

trucks operated by the Hastern 
Massachusetts Street Railway, 
Boston, Mass., have become so worn 
after seven to ten years of service 
that reconstructing of the pedestal 
guides is necessary. The method 
used consists of machining out a 
portion of the guide and welding in 
a hardened steel lining. This 
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because the boxes were worn un- 
evenly and often at an angle. As 
the amount of wear varied consider- 
ably with different journal boxes, 
each one required a special indi- 
vidual shim. Difficulty was also ex- 
perienced in holding the shim firmly 
against the irregular surface and 


trouble in service resulted. 


The method now used consists of 
milling out the pedestal guide to a 
in. A hardened steel 
liner formed on a punch press has its 


Worn Pedestal Guides Brought to Original Dimensions 


A—Journal box with pedestal guides worn 


unevenly so as to require repair. 
C—A. liner 3 in. 1 
punch press so as to fit the machined slot. 


thick is formed on a 


B—Journal box after being machined for 


new liner. 


D—Revamped journal box with liners 


held in place by welding around edges. 


method is quite similar to that used 
by the Philadelphia & Western Rail- 
way, described in HLECTRIC RAILWAY 
JOURNAL for March 29, 1924, page 
514, but the method of doing the 
work is different, and some figures 
of cost are available. 

Before this method was adopted, 
where the pedestal guides were found 
excessively worn, it was the practice 
to weld a shim to the worn facing. 
This practice proved unsatisfactory 


edges bent up so as to give a width 
of 4 in. It is usually necessary to 
heat the sheet steel in order to shape 
the liner. A blue heat suffices for 
this process. After the liners are 
placed in the machined slot they are 
spot welded. Then a welding seam 
is carried around all edges between 
the liner and the journal box. Best 
results have been obtained by allow- 
ing a narrow lap at the edges of the 
liner, so as to hold it in place, 


_clamped firmly between the pole pat 


With this method, the guides of al 
worn journal boxes are milled to 
standard size, and the liners are es 
and bent to standard dimensions 
This results in economy, since th 
liners can be made up in quantitie 
and put in place as conditions re 


quire. The cost of this method i 
around $1.60 per journal box. Thi 
includes the installation of two liners 
one on either side. The materia 
costs 60 cents and the labor of mill 
ing, shaping the liner and welding i 
in place averages $1. 5 

Another advantage which has re 
sulted from the use of a standai 
liner ‘is in replacements after the 
have become worn. These can b 
removed and then be replaced at ; 
cost of but 40 cents per liner. Sine 
the hardened steel liners do not wea 
as fast as the cast metal of the jour 
nal boxes, their use has also resulte: 
in increased life. 


Dissimilar Motor Shells 
Rebored to Same Size 


XTENSIVE work in reborin 
motor shells is done at the re 
lamation shop of the Connectiev 
Company, New Haven, under th 
direction of W. F. McCoy, maste 
mechanic. By welding and reborin 
the axle bearing holes of G.E. 80 an 
Westinghouse 101 motors, these hay 
been made a uniform size. On th 
G.E. 80 motors the bearing holes at 
simply welded up and brought bac 
to the standard 5% in. dimensioy 
The original 6-in. axle bearing hol 
of Westinghouse 101 motors al 
bored out 4 in. oversize. A #- 
plate is then welded in. ae 
this, a 52-in. hole is bored. Th 
the same size axle bearing can | 
used for both types of motors afte 
reboring and one size is eliminate 
from stock. i; 
For reboring, the motors are Cel 
tered on a large drum, which 1 


of the shell. The drum is bore 
the center to admit the boring Db: 
Top and bottom shells are then easil 
installed after this jig has been | 
up in a horizontal boring machil 
Two axle bearing holes and ty 
armature bearing holes are bored 
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Four Holes Are Bored in One Operation After a Motor Shell Has Been Set Up in This Jig 


a single operation. The time for 
reboring a motor shell varies some- 
what, but is ordinarily from five to 
seven hours. 


Vertical Grinding Disk Has 
Many Uses 
By J. H. RikFF 


Machine Shop Foreman Kansas City 
Railways, Kansas City, Mo. 


N A ANY parts which would ordi- 


‘Anarily be finished on a shaper 
or planer are handled much more 


This Vertical Grinding Disk Replaces. a 
Shaper or Planer for Many Jobs in the 
Kansas City Railways Shop 


rapidly with the vertical-disk grind- 
ing machine of the type shown in 
the accompanying illustration. This 
has been found very useful in the 
shops of the Kansas City Railways. 
Such parts as axle collars, bearings, 
bearing caps for split frame motors 
and numerous miscellaneous truck 
and car parts with one or more flat 
surfaces have them finished rapidly 
by grinding. 

A dust housing partly  sur- 
rounds the wheel, leaving only the 
actual grinding surface exposed. 
The sides of the housing are wide 
enough to catch the dust thrown off 
by centrifugal force. A small blower, 
mounted in a special case, can be 
attached to the sheet metal tube 
shown near the bottom of the illus- 
tration, leading off from the hous- 
ing around the wheel. By this ar- 
rangement the grinding dust is col- 
lected instead of being thrown into 
the shop. 


Paper Wrapping Used for 


Gear Grease 


‘NOR the convenience of the shop 
men whose duty it is to put grease 
on the gears and pinions the Read- 


ing Transit Company, Reading, Pa., - 


has adopted the practice of wrapping 
batches of grease in old newspaper. 
Packages are put up containing sev- 
eral pounds of the grease. As the 
grease is comparatively stiff, these 
packages are easily handled. They 
are then cut into sections in much 
the same way as one cuts slices from 
a loaf of bread. One section is put 
into each gear. The paper wrapping 
is not removed, as its presence in the 
gears is considered harmless. This 
method of handling has proved much 
more convenient than handling the 
grease in bulk. ' 


Wheel Installation and 
Removal at Providence 


NSTALLATION and removal of 

car wheels have been systematized 
to a great extent by the United. Hlec- 
tric Railways, Providence, R. I. Ac- 
curate records are kept on hydraulo- 
graph charts of the pressures used 
when installing wheels on axles. 
The instrument is located in a handy 
position at one end of the wheel 
press, as shown in an accompanying 
illustration. 

A separate press is used for re- 
moving wheels and gears. Wheels 
are taken off by using a semi-cylin- 
drical steel collar. The apparatus 
somewhat resembles that used by the 
Tri-City Railway, Davenport, Iowa, 
described in ELECTRIC RAILWAY 
JOURNAL, Jan. 17, 1920. Stools with 
legs to pass through the holes in the 
gears were formerly used. Lack of 
uniform spacing of holes, however, 
made it necesary to have a variety of 


Hydraulograph Used at Providence to 
Record Pressure of Wheel Installation 
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Steel Collar Is Placed Between Sliding Head and Wheel When 
Removing Wheel Without Gear 


stools, and recently the company re- 
placed the stools by steel collars. The 
collar is hung between the sliding 
head and the wheel, being suspended 


from the beam as shown in an accom- 
panying illustration. Two sizes are 
used, one for 27-in. wheels and one 
for wheels of larger diameter. 


New Equipm 


aS 


ent Available 


Floodlighting Projector for Yard Illumination 


OR railway yard floodlighting and 
similar service a new type of 


Golden Glow projector, known as 
Type FLA-1419, has recently been 
placed on the market by the Electric 


This New Floodlighting Projector Has 
Easily Accessible Parts 


Service Supplies Company, Philadel- 
phia, Pa. The glass reflector for this 
projector is mounted in the door, 
which opens from the back of the 
case, thus providing easy access for 


the renewal of lamps and for clean- 
ing the reflectors. The door has a 
series of baffles with machined sur- 
face fits. This provides a substan- 
tial and effective closure which is 


View Showing Rear Door Open 


weather-tight without use of gaskets. 

Ventilating apertures are  pro- 
vided at both top and bottom of the 
body. An easy focusing mechanism 
is inclosed in the top ventilating 
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single line. 


lamp entirely from the outs 
without tools. The body of the 
jector is mounted on trunnion 
yoke of g-in, x 2-in. stéel bar 
may be rotated in the cast base, 

The curved front glass of the y 
jector is of special heat-res 
pressed glass, approximately 
thick. When fitted with a 
watt, 115-volt, standard multi 
burning lamp, these new flood 
may be used with maximum ran 
of 3,000 to 3,500 ft., when moun 
on towers of from 70 to 90 ft. hi 


Power Winch Hoist — 


UILT for raising cars, to 
trucks, dump trucks and lift 
and lowering loads, a_ revers: 
power hoist is being placed on 
market by H. A. Hutchins, ~ 
Angeles, Cal. An accompany 


“jllustration shows this equipment 


Power Winch Hoist as Applied to Toy 
Truck of Los Angeles Railway 


plied to one of the tower trv 
of the Los Angeles Railway. TB 
mounted on the truck chassis an 
driven by the power take-off sh 
This equipment is geared in a F&F 
of 65 to 1 and has a 4-in, drum ¥ 
The equipment is § 
locking and requires no brakes, 


Close-Up of Hutchins Reversible Po 
Winch Hoist ‘ 


i 
+ 
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ichmond Fare Seven Cents 


ew Rate Allowed by State Commis- 
sion Two Cents Over Contract 
Terms 


‘Two orders of importance to the 
rginia Railway & Power Company 
d its customers in Tidewater Virginia 
ve been entered by the State Corpo- 
tion Commission. The first was an 
der fixing the fare in Richmond at 7 
nts, effective Sept. 1, an increase of 
vents over the contract rate, although 
6-cent fare has been in effect for 
me time under a temporary arrange- 
‘mt. The second was an order citing 
= company to appear before the com- 
‘ssion on Sept. 10 to show cause as to 
ly power and light rates should not 
reduced. 

No protest against the existing rates 
‘light and power has been filed with 
» commission. That body undertook 
‘investigation of the light and power 
uation on its own initiative and its 
le giving notice that a rate reduction 
peared to be justified came as a sur- 
ise. 

The commission’s order raising the 
ve in Richmond found $9,747,500 to be 
fair value of the company’s property 


_obtain an 8 per cent return on this 
luation, the company was to be per- 
tted to charge a fare of 7 cents. 

ile this decision was being arrived 
“the commission began a study of the 
fue of the company’s light and power 
fision with a view to placing a fair 
uation on the property used in this 
fision. The order, just issued, stated 
it “from an analysis of data on file 
i otherwise available the rates may 
‘higher than what is just and reason- 
le under all the circumstances.” A 
ancial authority in commenting on 
} matter said that. the commission’s 
ing may be taken to mean that, hav- 
} given the company a fare which will 
arantee a return of 8 per cent on the 
lue of the property, it will see to it 
lt the company does not earn more 
in 8 per cent on its light and power 
siness, based on a valuation of that 


»perty. 


oekford City Traction Accepts 
__ Franchise Terms 


bos hours after the expiration of 
day period of grace granted to 
kford City Traction . Company, 
d, Ill., to act on the franchise 
ypted by the City Council on June 15, 
ord Councilmen were informed 

" ithe contract would be accepted. 
city compromised on none of the 
objectionable clauses which the 
hers of the property had declared 
| ee to further continuance 
System’s operation. These in- 


ed provision to install grooved rails, — 


i‘ 


2d in its transportation system there.. 


two-man car operation instead of one, 
acceptance of an assessment of a third 
of the cost of the construction of new 
bridges over which the company’s lines 
operate and an order that the company 
renounce any acceptance of the “ter- 
minable permit” legislation being 
urged upon the Illinois Assembly. 
Rockford has been considering the 
franchise at intermittent periods since 
1916. In the last two years, however, 
discussion of the matter has been acute. 
The old'‘franchise expired in October, 
1923, and since then the company has 
been operating without formal permit 
from the city.. Municipal ownership 
was advocated by the present adminis- 
tration and Mayor Hallstrom made it 


The News of the Industry a 


an issue in his campaign. Although he 
won the election, the ballot referendum 
on the project indicated that the people 
did not want a city-owned railway. 

It is understood that the owners of 
the property were unwilling that the 
residents of the city should be put to 
the inconvenience that would follow if 
a suspension of service had been forced 
upon the company and that they will 
proceed to operate to the best of their 
ability, firm in the belief and with as- 
surance from the city authorities that 
the people of the city ultimately will 
see the reasonableness of their position 
and at least grant partial relief from 
the most onerous of the conditions 
which have been imposed. 


Court Has Twin City Cases 


After Many Years Rate Cases at St. Paul and Minneapolis Now 
Appear to Be Taking Definite Form—Federal Court 
Ultimately Must Arrive at Its Own Valuation 


A. DANCER, Duluth, Minn., for- 


e mer judge of the Eleventh Judi-_ 


cial District, has been named by Judge 
John B. Sanborn of the federal court 
master in chancery to conduct the val- 
uation proceedings in the suit of the 
St. Paul City Railway and the Minne- 
apolis Street Railway to set aside the 
cash fare of 8 cents with ten tokens for 


60 cents established by the Minnesota 


Railroad and Warehouse Commission to 
continue six months from Aug. 1 as a 
test of its ability to make a fair return 
on the investments. The railways de- 
clared the rate confiscatory and asked 
an emergency fare of 7 cents. 

The federal court assumed jurisdic- 
tion, continued the rate and called a 
hearing. Meanwhile the new master is 
arranging conferences with attorneys 
involved in the proceedings and the 
Minneapolis City Council is considering 
a compromise with the local company 
to avoid long and expensive litigation. 

Judge Dancer will hear the evidence 
and submit a report to the court to be 
utilized as a basis on which to determine 
a permanent and fair rate of fare. This 
is expected before the temporary rate 
expires in February, 1926. The court 
will take up both the St. Paul and 
Minneapolis cases at one time at the 
June term of court in St. Paul. 

After many years the Twin Cities 
rate cases seem to be approaching def- 
inite form. The federal court assumed 
jurisdiction on July 22, 1925, on peti- 
tion of the companies, and ordered the 
temporary rate of 8 cents and ten 
tokens for 60 cents to be effective Aug. 
1, as first ordered July 3 by the state 
commission. It denied the petition of 
the companies for an injunction re- 
straining the cities and the state from 
interfering and demanded an emer- 
gency rate of 7 cents flat. 

On July 28 the companies took steps 


for an immediate trial of the action 
based on alleged confiscation of prop- 
erty by the state rate. They sought a 
new, higher and permanent rate. Judge 
Sanborn signed an order for the cities 
to show cause, returnable on July 31, 
why they should not proceed at once. 
This hearing was later postponed to 
Aug. 3. The commission filed a reply 
and moved to quash in part the order. 

The motion was based on the ground 
that the time for taking depositions had 
not expired; that the necessity for im- 
mediate court action is not apparent 
and no necessity for action until the 
surance from the city authorities that 
advancement of the time for hearing 
would defeat the purpose of the trial, 
and that, anyway, the commission is so 
busy it would not have time to partici- 
pate in a new action. Also, the com- 
mission may at the end of the trial 
period increase the rate if the compa- 
nies are unable to show an adequate 
return. 

In its argument on Aug. 3 the Minne- 
apolis counsel urged no financial emer- 
gency exists that would make it proper 
for the court to advance the case for 
trial at the term of court ending Sep- 
tember, as urged by the companies. 
The city averred four years had elapsed 
since the act was passed that placed 
control of the railway with the state 
through the Railroad and Warehouse 
Commission and in that time the com- 
panies have made no move to utilize 
the machinery of the act and obtain a 
higher rate of fare, which proved there 
was no confiscation of property. Coun- 
sel for the city of St. Paul said he did 
not want to be rushed into valuation 
proceedings and he was assured ample 
time would be allowed him to prepare 
the case. 

The companies contended that since 
April, 1921, they had not received a 
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fair rate of return, either as appraised 
by the companies or by the commission. 
Early trial is necessary because a 
bonded indebtedness must be refinanced 
in 1928. The joint ownership of cars 
and equipment, power house and shops 
makes necessary an allocation of equip- 
ment between the two cities, and be- 
cause of intercompany agreements, as 
well, the cases of both companies and 
cities should be heard jointly. 

Judge D. F. Simpson for the Twin 
City Rapid Transit Company said the 
idea is to have the new valuation com- 
pleted as soon as possible and that it 
would not interfere with the six months’ 
test. 

It was decided by Judge Sanborn that 
the federal court ultimately must arrive 
at its own valuation and proceedings 
would go on with the appointment of 
the master in chancery on Aug. 10. 


Rerouting Ordered in Oakland 


Ordering the Key System Transit 
Company to make application to the 
proper authorities for the necessary 
franchises and permits, the Railroad 
Commission directed that company on 
Aug. 14 to place in effect a plan of re- 
routing street car service in the terri- 
tory bounded by Fourteenth Street, 
Fifth Avenue, Eighth Street and Jef- 
ferson Street in the city of Oakland, 
Cal., and to install the necessary tracks, 
turnouts and curves. The order is the 
result of the investigation of local 
street railway service in Oakland, 
launched by the Railroad Commission 
upon complaint of the city of Oakland 
that such service was inadequate and 
obsolete, and is in conformity with the 
recommendations of the joint board of 
engineers appointed by the Railroad 
Commission, the city of Oakland and 
the Key System Transit Company, 
which surveyed the local transit situa- 
tion. In order to carry out the provi- 
sions of this rerouting scheme the com- 
mission directed the purchase of new 
street cars. For the purpose of ex- 
pediting service the commission ordered 
car stops rearranged on a basis of 
eight stops per mile. 

In its opinion the commission recom- 
mends the establishment of a traffic 
bureau which will study the rerouting 
and improvement of street railway and 
bus service. The commission finds 
that the Excelsior Avenue coach line 
on Hopkins Street and Excelsior Ave- 
nue has developed such a volume of 
traffic as to justify its conversion in 
the near future into a rail line. The 
attention of the commission is also 
directed to the western waterfront of 
Oakland and the commission finds that 
this section will soon require local sery- 
ice, but that the rrade crossing situation 
over Southern Pacific main line and 
suburban tracks should be considered. 


Geneva and Hornell May 
Quit Trolley 


Two western New York cities, 
Geneva and Hornell, are soon to sup- 
plant trolleys with buses, according to 
present indications. 

The movement 


in Geneva is far 


advanced. This is shown by the pur-. 


chase by the Geneva & Seneca Falls 
Railroad of two 25-passenger buses of 
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the most modern type. A meeting of 
the stockholders of the road has been 
called for Sept. 3, when it is expected 
that formal action toward abandonment 
of all trolley lines save one will be 
made. The Seneca Street line in the 
main business section would be re- 
tained. The abandonment movement 
was brought to a head when the rail- 
way was faced with the extra cost of 
paving a new road. The line has been 
operating at a loss for some time. 

A similar situation confronts the 
Hornell Traction Company, operator of 
the lines in the city of Hornell. Repav- 
ing is being considered and it is realized 
that the railway, which has been losing 
additional 


money, cannot bear this 

burden. The proposal to supplant the 
electric lines with buses is being 
debated in the City Council. It is 


conceded that if bus franchises are 
granted they will go to the traction 
company. It is felt that buses will 
be more economical, more flexible and 
that by their use the paving issue will 
be settled. 


W.S. Wise Appointed to 
Pennsylvania Commission 


Governor Pinchot of Pennsylvania on 
Aug. 19 announced the appointment of 
W. S. Wise of Meadville, Crawford 
County, to the Public Service Commis- 
sion, succeeding S. Ray Shelby of 
Uniontown, ousted by the Governor on 
Aug. 5. He added that Mr. Wise had 
accepted the post. 

Mr. Wise is 65 years old. He was 
one of the organizers of the Dairymen’s 
Co-operative Sales Company and is a 
director of the Milk Producers’ Associa- 
tion, which operates in the Pittsburgh 


district. He is the first farmer ap- 
pointed to the commission. The Gov- 
ernor said: 


Mr. Wise has been active in co-operative 
movements. He has given a great deal of 
attention to matters of public service 
regulation, particularly as they relate to the 
rural population. 


Ticket Counterfeiters Caught 
at Akron 


Six men, four of them employees of 
the company, are in jail in Akron 
charged with counterfeiting and selling 
paper city tickets of the Northern Ohio 
Traction & Light Company. Only 
$1,000 worth of the counterfeit tickets 
had been sold. 

The men who engineered the con- 
spiracy are Robert Watson, Roscoe 
Reynolds and Roscoe C. Taylor, all 
from Tennessee and all conductors. 
The counterfeit tickets were printed in 
Knoxville. The plan was to sell the 
tickets to conductors in books of seven- 
teen for 75 cents. Company ticket 
books containing seventeen tickets are 
sold for a dollar. Conductors who pur- 
chased and sold the counterfeit tickets 
have been dismissed from service, two 
of them being in jail as “promotion 
sales agents.” 

In confessions made by Watson and 
Reynolds, it was shown that Reynolds 
furnished the money for the plates and 
the printing, that Watson had the work 
done and | that Taylor was the “sales 
manager.” 

The plot was revealed when one of 
the “sales agents” sold books to a con- 
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ductor, who immediately reported 
purchase to company officials. — 
counterfeit tickets were well pri 
and could be detected only by the 
of a magnifying glass. 

Two kinds of tickets are used on 
Akron City system, the paper tic 
put up in the book form and 
tickets. Metal tickets are sold 
basis of four for a quarter. The p 
tickets are sold only in the dollar be 


Discontinuance Permissible 
Without Charter Abrogatioi 


The Supreme Court of Georgia 
cently decided that a public servi 
poration may discontinue operé 
without surrendering its charter, © 
is proved to be operating at a loss. 
this it affirmed the action of Ji 
W. D. Ellis of the Fulton Supe 
Court in denying an injunction to « 
pel the Atlanta Northern Railag 
resume service. 

The litigation originated  se\ 
months ago when the Atlanta Nort 
Railway, operating between ra 


-and Marietta, discontinued oper: 


alleging financial loss by rea 
jitney competition, and left Mar 
and the intervening territory wit 
car service for a period of several ¢ 
The company subsequently re 
service on the line after the City C 
cil of Marietta had adopted an | 
nance barring the operation of jit 
and buses between Marietta and 
lanta, but in the meantime Judge } 
A. Morris, a citizen of Marietta, 
filed a petition in the Fulton Sup 
Court for an injunction to compel 
railway either to resume operatior 
relinquish its character. 

After an exhaustive hearing on 
subject before the court. Judge 
declined to issue any injunction. 

The case was then appealed to 
Supreme Court of the state. The 
preme Court holds that a permi: 
charter does not obligate a public § 
ice corporation to operate at a loss. 
of the justices of the Supreme C 
concurred in the opinion. 


Adventure in Street Railwa 
Business 


Chester T. Crowell discus es 
street car in the Aug. 22 issuc 
Saturday Evening Post. With 
ful analysis of the street traffic i 
the many cures advanced, with s 
teresting statistics and citations 
lief sought and granted many ra 
Mr. Crowell has pictured the | 
railway industry as an ever-imp 
factor in transportation with a 
tic background and an alert vision. 


Akron Wages Unchanged 
for One-Man Operators 


The matter of wages of the* plat: 
men of the Northern Ohio Trace! 
Light Company, Akron, Ohio, w 
cently submitted for arbitration. 
decision has just been handed do1 
the board of arbitration. No 
is made in the wages of any emp 
except to the operators of on 
cars, who were awarded an increé 
4 cents an hour. 


* 


Georgia Company’s Efforts to 
mend 5-Cent Fare Contract Fail 


Bfforts of the Georgia Railway & 
wer Company to abrogate by legis- 
jive enactment the 5-cent fare con- 
\et between the company and the 
jes of Decatur and College Park as 
ecting the North Decatur and Col- 
te Park interurban lines were de- 
ited for the second time on Aug. 12, 
‘en the Senate general judiciary com- 
‘ttee voted to report adversely a bill 
lich would have given the state Public 
rvice’ Commission authority to in- 
tase the fares on those lines. A sim- 
r committee from the House of 
|presentatives has already voted down 
|} measure, so that it is practically 
lad so far as any action can be ex- 
ted at the present session. ‘ 

‘Among those appearing in support 
| the bill were Preston S. Arkwright, 
ssident of the Georgia Railway & 
wer Company, while opponents of the 
asure included L. J. Steele, city at- 
‘mey of Decatur, and George B. Whit- 
, city attorney of College Park. 
'. Arkwright repeated his statements 
‘de before the House committee that 
| street railway department was los- 
| money steadily on the 5-cent fare 
je and pleaded for a living wage for 
| company, while Mr. Steele again 
ered to abrogate the agreement in 
jalf of the city of Decatur if the 
pany would extend its Emory Uni- 
‘sity line into Decatur and help de- 
op and improve property in that sec- 


a 

Many years ago the city of Decatur 
owed the company to tear up one 
| line in consideration of an agree- 
‘nt to establish a perpetual 5-cent 
‘e on the North Decatur line. The 
'y of Decatur has held the company 
he 5-cent fare in spite of the in- 
ased cost of operation. Now it ap- 
irs that there are only two ways 
\for the company. It can either tear 
\the line to Decatur and stop service 
/it can compromise and construct a 
‘v line to that city. 

| 


‘assenger-Carrying Estimates 
d Actualities in the Twin Cities 


tis estimated that of the street car 
‘rs of the Twin Cities 90 per cent 
| using tokens bought at the rate 
ten for 60 cents and that only 5 per 
‘t are paying the 8-cent cash fare, 
ler the rate set by the Minnesota 
‘Iroad and Warehouse Commission to 
rate six months beginning on Aug. 1. 
but 50,000 are paying the cash fare. 
| the first few days the proportion 
| 82 and 18 per cent. After twelve 
/s it was 89 to 90 per cent using 
ens. 
istimates of the commission were 
£ the new fare would add about 
9,000 a year to the earnings of the 
‘n City Rapid Transit Company, 25 
cent paying cash at the increased 
This would make an increase of 
| per cent on 25 per cent of the 
ness. Net revenue of the company 
1924 was $3,619,704. 
assengers carried by the Minne- 
/company in May, June and July 
e 41 per cent more, it is shown, 
)1 the company estimated, and in St. 


Paul the number was 5.4 per cent above 
the estimate. The company estimate 
before the commission was 27,725,121 
passengers for Minneapolis for the pe- 
riod and the commission estimate 28,- 
375,000, whereas 28,918,733 actually 
were carried. In St. Paul the two esti- 
mates were 16,181,908 and 16,872,000 
and the actual count was 17,110,464. 


Mayor Vetoes Cincinnati 
Franchise 


Contending that the capitalization 
was too high and that the rate of fare 
was not guaranteed, Mayor Carrel 
vetoed on Aug. 13 the new traction 
franchise recently passed by the City 
Council of Cincinnati, Ohio. The 
Mayor’s disapproval of the ordinance 
was not a surprise. 

Accompanying the veto of the or- 
dinance was a seven-page letter enum- 
erating the Mayor’s objections to the 
ordinance, chief among which were: 

The capitalization too high, the rate 
of fare not guaranteed, the entire serv- 
ice-at-cost plan wrong for a_ public 
utility, the ordinance not inclusive of 
provisions requiring the operations of 
the rapid transit and bus feeders by the 
Cincinnati Street Railway, which will 
take over the electric railway system 
from the Cincinnati Traction Company 
under the terms of the agreement upon 
which the franchise is based. 

The Mayor further contended that 
the amortization of capitalization plan 
embodied in the franchise was to 
penalize the car rider for the benefit of 
the stockholders. He also criticised the 
forfeiture clauses and other features in 
the ordinance. He was urged by the 
railway union and several civic and 
business organizations to approve the 
grant. It is believed that the Council 
will over-ride the Mayor’s veto. 


Stock Increase Bill Passed—A bill 
was unanimously passed on Aug. 10 by 
the Senate of the Georgia Legislature 
amending the code of Georgia so that 
suburban railroad corporations may in- 
crease their capital stock by a two- 
thirds vote of the stockholders holding 
capital stock in the company. Under 


-the present law it requires a unanimous 


vote to increase the amount of stoek. 
The bill has been transmitted to the 
House of Representatives for concur- 
rent action. | 

Rehearing Sought. — The Aroostook 
Valley Railroad petitioned the Inter- 
state Commerce Commission on Aug. 7 
for further hearings on its application 
for authority to construct a 27-mile 
extension to its line from Sweden Sta- 
tion to Saint Agatha, Me. The carrier 
took exception to the report of Ex- 
aminer Brown recommending that au- 
thority be denied to build the extension. 


Cars Cease Running.— Cars of the 


Pier Railway, which are operated under 
agreement by the Port Arthur Traction 
Company, Port Arthur, Tex., have not 
run since midnight on Aug. 14, pursu- 
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ant to a declaration of company officials 
that they must shut down because of 
lack of operating funds. No labor dis- 
pute is involved. It is a protest against 
the jitneys. Street car officials say they 
have lost more than $383,000 since the 
operation of jitneys was permitted in 
December, 1924. 


Franchise to Be Withdrawn.—Steps 
toward the withdrawal of the franchise 
extended to the Portland Southern Rail- 
way, Portland, Ore., generally known as 
the Carver line, have been taken by the 
City Council, which instructed the city 
attorney to draw up an ordinance dis- 
posing of the matter. The Carver line, 
which operated between Portland and 
Carver for a number of years, has been 
inactive for more than a year and the 
tracks have been torn up in several 
places within the city. 


Ruling Rendered on Arbitration Pro- 
cedure.—Hearings are still in progress 
in the wage arbitration of the Boston 
Elevated Railway, Boston, Mass. Judge 
Nelson P. Brown, chairman of the arbi- 
tration board, made an important ruling 
bearing on the rights of the general 
public to participate in the case. It 
often has been argued that the carmen 
speak for themselves only, and the 
trustees speak for the company, while 
the public is left without any represen- 
tation at these arbitration cases. In 
the case now pending Raymond P. 
Delano made the same contention and 
wanted to speak in behalf of the public. 
Judge Brown then ruled that the board 
of trustees represented the public and 
any submission of views in behalf of 
the public must be submitted through 
the trustees. Mr. Delano was permitted 
to address the arbitration board, and he 
stated that in his opinion the trustees 
represented the company and not the 
public. Judge Brown then explained 
that the ruling was made “not to ex- 
clude the public, but to control the 
procedure.” 

Fare Increase Approved by Council. 
—The City Council of Quincy, IIl., on 
July 13 approved an.increase in fare 
by the Illinois Power & Light Corpora- 
tion. The new rates are 10 cents cash, 
with five tokens for 35 cents, and school 
children rates 40 tickets for $1, the 
same as heretofore. The effective date 
of the new rates is not yet determined. 


Cars Will Run as Before.—The Ala- 
bama Power Company, which owns the 
railway in Anniston, Ala., has aban- 
doned its plan to abolish the railway 
line to West End and substitute buses. 
This line will continue to operate as 
heretofore. Recently the City Council . 
of Anniston adopted an ordinance to 
pave the street over which the West 
End line operates. The Alabama Power 
Company objected and asked to be al- 
lowed to abandon street car service 
over this line and substitute buses. 
Now the City Council has rescinded its 
paving ordinance and the Alabama 
Power Company agrees to continue the 
operation of street cars’ over this line. 

Transit Chief Returns from Jungle.— 
Sidney R. Waldon, president of the 
Detroit Rapid Transit Commission, 
Detroit, Mich., recently returned from 
a trip to Africa, during which he was 
a member of a party interested in ex- 
ploring that country. 
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~ Recent Bus Developments 


J 


First Buses in Cleveland— 
Sixty in All in Month 


Buses were placed in operation by 
the Cleveland Railway, Cleveland, Ohio, 
on Aug. 17. It was the first unit of the 
city’s new bus system that was in- 
stalled at 7 o’clock that day. This unit 
comprises six single-deck buses oper- 
ating on the so-called “down-town loop.” 
The line starts at the new court house 
at Lakeside Avenue and Ontario Street 
and runs south on Ontario to Prospect 
Avenue, east to East Ninth Street, 
north to Lakeside and to the starting 
point, 

Attending the official opening of the 
line were John J. Stanley, president; 
Joseph H. Alexander, vice-president, 
who will be in charge of the bus de- 
partment, and City Manager William H. 
Hopkins. The latter was the first pas- 
senger of the new bus service. 

In transferring from street car to 
bus the passenger pays 1 cent for the 
transfer and pays 38 cents more in 
the bus. When going from bus to 
street car the passenger pays the full 
10 cents on the bus. The street car 
fare now is 6 cents, with a 1-cent 
transfer charge. 

Paul Wilson, secretary of the railway, 
says the company hopes to have 60 
buses in operation within the next four 
weeks. Double-deck vehicles will be 
used on the east side and. west side 
lines, while single-deck ones will be 
used mostly in outlying sections as 
feeder lines. 


New Buses for Indianapolis- 
Shelbyville Run 


The Indianapolis & Cincinnati Trac- 
tion Company, Rushville, Ind., has an- 
nounced that feur new parlor car buses 
recently received will be placed in oper- 
ation soon between Indianapolis and 
Shelbyville. Charles L. Henry, receiver 
for the railway, said that it is planned 
to operate bus and interurban service 
between the two cities in accordance 


with a program adopted some time ago’ 


when the company bought the bus line 
then in operation between the two 
places. The buses will seat 22, with 
emergency seats for nine additional. 


Michigan Interurbans in 
Big Bus Projects 


The Southern Michigan Transporta- 
tion Company, a recently formed: sub- 
sidiary of Michigan Electric Railway, 
has been authorized by the Michigan 
Public Utilities Commission to establish 
bus lines to connect Jackson, Battle 
Creek and Kalamazoo and to connect 
Jackson, Lansing and East Lansing. 
The company has ordered twelve de 
luxe motor coaches from the Fageol 
company and expects to start operations 
by Oct. 1. 

The Rapid Transportation Company, 
a recently formed subsidiary of the 


Michigan Railroad, has been author- 
ized by the Michigan Public Utilities 
Commission to establish bus lines to 
connect Bay City, Saginaw, Mount 
Morris and Flint and from Grand 
Rapids to Kalamazoo. The company 
has placed an order for fourteen de 
luxe motor coaches with the Fageol 
company. It expects to start service 
by Oct. 1, 1925. 


Vanderbilt Buys Railway 
and Will Run Buses 


William H. Vanderbilt, son of the 
late Alfred G. Vanderbilt, and a group 
of Newport summer colonists have 
bought the Newport & Providence Rail- 
way, Newport, R. I., and‘ will begin, 
during the week beginning Aug. 24, ac- 
cording to present plans, to transport 
passengers between Newport and Provi- 
dence by bus via. Bristol Ferry and 
Bristol. 

With the motorization of the line, a 
new ferry slip near Bristol Light will 
be constructed to shorten materially 
the distance in the Newport-Providence 
run which must be traveled by water 
and reduce ‘the running time between 
the two cities by half an hour. It is 
expected that Mr. Vanderbilt will be- 
come the new president of the road. 

Pending construction of the new 
ferry slip on the east side of the penin- 
sula, the buses will be carried between 
the slip at Bristol Ferry and the pres- 
ent slip on the Bristol end. The new 
facilities, the site for which is declared 
to have been recently acquired, will 
make it possible for the ferries to run 
back and forth at intervals of a few 
minutes, boats traveling almost contin- 
uously when traffic demands. General 
traffic, in addition to the company’s 
buses, will be carried. 

At present the ferries of the New- 
port & Providence Railway dock at the 
Bristol side near the Bristol terminal 
of the Consolidated branch of the New 
York, New Haven & Hartford Railroad, 
so that connections for travelers be- 
tween Providence and Newport over the 
Consolidated ferry-trolley route have 
been easily made. The proposed new 
ferry slip will be some distance from 
the railroad station. 

Six buses of the latest model have ar- 
rived in Newport for’ the new line. 
They have been named for coaches 
which were owned and driven by Mr. 
Vanderbilt’s father when he was taking 
prizes in the ring at the leading horse 
shows of this country and Europe. 
Each name begins with the letter “V.” 
Four of the names chosen are Vagrant, 
Venture, Vulcan and Viking. The 
buses are painted gray and bear the 
words “The Short Line.’ 

The Newport & Providence Railway 
capital in the past has been largely 
owned by Maine interests. 
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Petitions Favoring Howe 
in Buffalo 


Petitions urging the New Y 
lic Service Commission to act fa 
upon the application of Er 
Howe, Detroit, to operate a i 
102 buses over thirteen routes inB 
at a 5-cent fare are being ciret 
throughout the city by Mayor 
Schwab. The commission will h 
application of Mr. Howe and his 
porters in September, but the 
date has not yet been fixed, 

Herbert G. Tulley, president | 
International Railway and the 
national Bus Corporation, wh 
erate surface cars and buses in the 
has issued a statement in whic 
says these corporations will oppos 
application of Mr. Howe befor 
state board. The trolley fare 
cents with free transfers. 

At a conference between Mr, 
and members of the City Council ; 
recapture clause was written int 
franchise which says the city may 
cise its right to buy out the con 
prior to Jan. 1, 1928, by givin 


—months’ notice and paying cost ¢ 


equipment less 10 per cent dep 
tion a year, plus the amount nece 
to finance the company, this last 
not to exceed 12% per cent. 

Mr. Howe informed the City @ 
that he is ready to start oper: 
with Tilling-Stevens gas-electric 
man buses within 60 days after 
sent is obtained from the Public § 
Commission, 3 

The situation at Buffalo on the ¢ 
tion of buses has been the subj 
comment previously in these colur 


Railway Gets 36 Norfolk 
Buses 


Frank McLaughlin, vice-presid 
the Virginia Railway & Power 
pany, Richmond, announced on Ai 
the purchase of 36 buses now ope! 
at Norfolk. Among the jitney o 
bought out by the Virginia Rail 
Power, which proposes to take 01 
equipment on Aug. 22, are the 
Base Bus Corporation and the | 
Motor Bus Corporation, which 0 
thirteen vehicles on various t 
this deal, the railway gets co 
more than a third of the Norfolk 
The purchase of the 36 buses) 
initial step in reorganization of ¢ 
bus service at Norfolk by the co 

As noted previously in the E 
RAILWAY JOURNAL, unification 0 
tric line and bus service thre 
Norfolk, Va., under the manage 
the Virginia Railway & Power 
pany is contemplated in an 2 
reached by Norfolk city official 
the company. ys 

The Norfolk agreement involv: 
of the largest transactions to ¢ 
which a city has been a party 
proposed taking over by an 
line of all existing independer 
facilities. Its provisions inclu 


A rate of fare on buses, to be 
City Council, which will gua 
turn of not less than 8 per ¢ 
bus investment. 4 

Right to use old buses until su 
as service readjustments may be ™ 
a satisfactory basis. 


i) ji ; 
ust 22, 1925 
i 
rvic ‘requirements shall be worked 
ally betwen city officials and com- 
representatives. 
‘lieu of a license tax and other city 
, the company will pay the city a 
revenue return of 2% per cent. 


| Er. Operates Buses Between 
Philadelphia and New York 


| tri-state bus line between Phila- 

‘hia and New York was placed in 
tation by the People’s Rapid Tran- 

Dompany, a subsidiary of the Phila- 
hia Rapid Transit, on Aug. 19. 
he fare between Philadelphia and 
|; York will be $2.50 each way, with 
l rates for intermediate points. As 
ginning there will be two trips 
i way daily. 
¢ 8 a.m. daily a single-deck bus will 
the Bellevue-Stratford, Phila- 
hia, for the Waldorf-Astoria, New 
‘kk. At the same hour a similar bus 
leave the Waldorf-Astoria for the 
\evue-Stratford. The second trip of 
day will begin from each terminal 
‘it at 1:30 p.m. 

uy 


ewspaper Conducts Campaign 
| for Bus 


any daily newspapers are known 
| stunt advertising in their own in- 
‘ists. Just now in New York two 
\ers are competing for circulation by 
ving large cash prizes for the hold- 
he $1 bills containing lucky num- 
4. It seemed to many that about all 
\ dodges that can be worked in cam- 
ims to attract attention have been 
austed, but it remains for the Daily 
‘ys of St. Petersburg, Fla., to play 
‘the bus against the trolley. The 
/ertisement is reproduced to illus- 
‘ie the extreme to which some news- 
ers are prepared to go. 


} 


Look at the bus shown above It is almost human. It will take you through crowded 
fie and land you atthe curb and not in the middle of the street. It is willing to work 
‘after the electric plant is broken down If a street is blocked, then it will go around the 
ek and continue on its way It will serve communities far ffom car line and can easily 


its route when necessary 


The day of the street car is passing More and more cities have outlawed st because of 
| tremendous cost of installation and upkeep Where thousands of dollars are needed to 
‘chase a street car, a number of busses can be purchased, each of them more flexible and 


| re seviceable than the cumbersome trolley, 
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7,553,976 Passengers Under 
Co-ordinated Service at Decatur 


The Illinois Power & Light Company, 
which has been operating buses in Deca- 
tur, Ill., slightly less than a year, under 
a unified transportation system, has 
added nearly 1,500,000 new passengers 
and relieved street cars of 1,400,000 
passengers. In the year August, 1923- 
August, 1924, the railway carried 
6,224,220 pay and 1,718,046 transfer 
passengers, and from August, 1924, to 
July, 1925, it carried 5,640,989 pay and 
1,586,268 transfer passengers, a loss of 
more than 1,000,000. Fifteen buses in 
their first year of operation carried 
3,704,896 passengers, cash and transfer, 
and 897,537 transferred from other bus 
lines or street cars, leaving a total of 
2,907,359 pay passengers. The total of 
street car and bus passengers for the 
year was 7,553,976. During the previ- 
ous year,’ without buses, the electric 
line carried 6,038,605 passengers. 


Railway Hires Buses to Make 
Good a Promise 


As proof of the efforts of the re- 
ceivers for the Kansas City Railways, 
Kansas City, Mo., to have the auxiliary 
bus lines in regular service on date in 
accordance with the provisions of the 
franchise, five buses arrived:in Kansas 
City on Aug. 17 from the Chicago Mo- 
tor Coach Company. 

The franchise calls for the second 
bus line of the company to start on 
Aug. 21. The bodies for the railway’s 
own buses, which were to have been 
placed in service on that line, are being 
built in St. Louis, and Francis M. Wil- 
son, one of the receivers, had been 
notified on Aug. 10 that delivery of the 
buses for the new line could not be 


are all junked, 
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made in time to start the service on the 
*specified date. 

Senator Wilson immediately arranged 
for the rental of the five 29-passenger, 
single-deck buses from the Chicago 
company, to which place Fred G. Buffe, 
general manager for the receivers, was 
sent to consummate the final arrange- 
ments for the rental. Delivery of the 
railway buses, for which the bodies 
are now being built, is not expected 
until Sept. 5. 

Upon the arrival of the rented buses 
in Kansas City, Senator Wilson an- 
nounced that the service would prob- 
ably start on the morning of Aug. 19, 
two days in advance of the time speci- 
fied in the franchise ordinance. 


Contention Over Bus Certificates 


The Indiana Public Service Commis- 
sion has issued to the Red Ball lines of 
Indianapolis a beginner’s certificate to 
operate a bus line betwen Indianapolis 
and Richmond, Ind. In the same order 
the commission denied a certificate 
under the 90-day clause to the same 
company. The Terre Haute, Indianap- 
olis & Eastern Traction Company ap- 
peared as a protestant at the first hear- 
ing on the petition and later obtained 
an injunction against the issuance of a 
certificate under the 90-day clause. 
Later this injunction was dissolved. In 
its plea for an injunction the railway 
set out that it held an indeterminate 
permit to operate between Indianapolis 
and Richmond and that the bus line 
constituted a similar utility. The Terre 
Haute, Indianapolis & Eastern Trac- 
tion Company has also filed a petition 
protesting a certificate granted to the 
Red Ball Lines to operate buses be- 
tween Indianapolis and Lafayette 
through Lebanon and Frankfort. 


AILY NEWS BRINGING BIG PASSENGER BUS TO CITY FOR TEST RUNS 


The Daily News is bringing a bus like the one shown above to St.Petersburg. Permission 
to operate it will be sought and a careful survey made of its operation. 

At present”considerable thought is being given to a plan to divide the city into four zones, 
each of them to be operated by a separate private bus concern as a trial move. The entire 
city bus service would be supervised by a public, service commission. 

The Daily News is confident that the people of St. Petersburg want the latest word in 
transportation and this fight will not end yntil every man, woman and child in St. Peters- 
burg will ride through the streets in comfortable busses and the unsightly poles and tracks 


Two-Page Spread Appearing in the “Daily News” of Aug. 9 at St. Petersburg, Fla., in Its Attenipt to Solve the Local 


Transportation Problem—The Rail System Is Owned by the Taxpaying Citizens 
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Court Action Contemplated 


Mr. Armour and Steckholders at Kansas - 


City Cite Eighty-eight Points 
of Error in Decree 
J. Ogden Armour and the stock- 


holders of the Kansas City Railways, 
Kansas City, Mo., will contest a ruling 


which was made by Judge Kimbrough | 


Stone, referee, on May 15, denying the 
stockholders the right to any return 
from the sale of the railway under fore- 
closure. On Aug. 11 attorneys for Mr. 
Armour and for the stockholders’ pro- 
tective committee, headed by James E. 
Gibson, filed a petition of appeal and a 
$1,000 appeal bond in the federal court 
here. Since Judge Stone in granting 
the appeal denied a writ of super- 
sedeas, it is said that. the appeal will 
not delay the foreclosure sale, set for 
some time in October or November. 

The text of the petition is said to 
contain some eighty-eight citations of 
error in the ruling made by Judge Stone 
in his decree of final sale of the prop- 
erties by foreclosure. The principal 
point, set out by William G. Holt, at- 
torney for Mr. Armour, is that the 
court was in error in recognizing the 
first mortgage bonds and the gold notes 
of the company as prior liens against 
the property and relegating Mr. 
Armour’s claim, based on a loan for 
operating expenses, to the category of 
a “current debt,” under which classifi- 
cation it was of course not recognized 
as a prior lien. 

The substance of the appeal petition 
of the stockholders is said to be virtu- 
ally an attack on the validity of the 
first and second mortgage bonds and 
notes of the company, which were 
placed ahead of Mr. Armour’s claim 
and the rights of the stockholders by 
Judge Stone when he fixed the order of 
precedence in which the various claim- 
ants should benefit from the proceeds 
of the foreclosure sale of the property. 

The Armour claim is the result of a 
loan of $1,497,000 which he obtained for 
the company in 1919 by acting as 
surety for the note. The following 
year the railway went into receivership. 

The items of indebtedness listed to 
share in the proceeds of the foreclosure 
sale as included in the final decree of 
sale issued by Judge Stone on May 15 
were designated in this order of prec- 
edence: 

First mortgage bonds, amounting to 
approximately $16,000,000. 

About $1,000,000 in gold notes, plus 
unpaid interest amounting to more than 
$340,000. 

Second mortgage bonds. 

Claim of J. Ogden Armour. 

Stockholders. 

It has been estimated that the pro- 
ceeds of the foreclosure sale will not 
exceed an amount sufficient to pay the 
first two items in the list. This would 
mean that Mr. Armour and the stock- 
holders of the company will not receive 
anything from the sale of the property. 


It is reported that Judge Stone has 
already talked the matter of the appeal 
over with Judge Sanborn of the United 


States Circuit Court of Appeals and has’ 


been assured that the appeal will be 
placed on the docket of that court so 
as to render a decision on it soon after 
the consummation of the sale. 


$197,412,807 of Securities 
Authorized in California 


Public utilities in California found it 
necessary during the fiscal year ended 
June 30, 1925, to issue large amounts 
of securities to finance their construc- 
tion work. Applications involving the 
issue of $197,412,807 of securities were 
filed with the commission during the 
fiscal year, of which that body author- 
ized the issue of $175,795,119, denied 
applications aggregating $19,900,400 
and dismissed applications amounting 
to $1,717,288. 

The amount of securities authorized 
was considerably less than during the 
fiscal year ended June 30, 1924, when 
the enormous total of $243,869,746 was 
authorized. It was considerably larger, 
however, than the amount authorized 
during the fiscal year ended June 30, 
1923, when $144,860,030 was authorized. 
The average for the three years has 
been $188,174,965, of which about 75 
per cent was authorized for new con- 
struction work. 

The grand total of all securities 
passed upon by the commission since it 
assumed jurisdiction over such issues 
on March 238, 1912, to June 30, 1925, is 
$2,109,176,414. During that period the 
commission authorized the issue of 
$1,922,944,760 of such securities, denied 
applications for $101,563,620 and dis- 
missed $84,668,033. 

The securities authorized by the com- 
mission during the last fiseal year, 
segregated to the various classes of 
utilities, are shown in the following 
table as compared with the fiscal years 
ended June 30, 1924, and June 30, 1923: 
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Financial Authority in — 
Agreement with Mr. Insul 


According to the Comme 
Financial Chronicle the rema 
Samuel Insull, chairman of the 
West Utilities Corporation, 
prices of utility securities are 
terest, but his statement cann 
taken too literally. That au 
says some of the public utilities 
been bid up to prices at which diy 
yield only between 1 and 2 per 
and in some cases known earn 
amount to 2, 3 or 4 per cent on 


to all, and even in these cases 1 
may be unknown sources of earni 
On this account that paper says | 
Insull’s remarks were timely beca 
there have been many excesses ; 
much blind speculative buying. i 
clusion the Chronicle says: . 
Boosting to a markedly higher level 
a large body of securities is certain to 
erate a great deal of enthusiasm ae 
encourgae extravagant expectation, | 
market is engaged in appraising some V: 
able properties with an aituring 


Buying, however, should be based i 
known values, and not just on somehoi 


elaim. that the price is going up. 


The comments of Mr. Insull Ww 
published in the ELecrric RAILy 
JOURNAL for Aug. 15, and were m 
the text for an editorial in that isst 
% 


$10,540 Net in Detroit in Jur 


William M. Hauser, auditor for 
Detroit Street Railway Com 
Detroit, Mich., operating the 
Municipal Railway, said aon 
presenting the report of the system 
June that the present form of mont 
financial statement leaves much 
desired by the average citizen : 
might easily be confused by i 
tricacies and peculiar method of | 
ment, but that hereafter and begi 
with the report for July a ce 
will be used, more easily unders 
by the public., Mr. Hauser’s report } 
addressed to the Mayor, the Cou 
and citizens of Detroit. He sa 
report has been delayed in prese 
because it covers the last month 
fiscal year, and that Price, Wa 
& Company, who are audit 
accounts of the department, 


SUCHTO LAL ROAME MEM pi rajcists a'6 Fs... aansnatcle Meee 
Piheotrae Taw NAV Stee vivie sas ocd cen s a evans 
Gas andelectric'companies....... 65.0... ue eedee 


Water companies.......-...... 
Telephone and telegraph companies 


NY LOI NOD ste tueoMN ay> Ss oa + a's ats, wlan, 0 Mle alee ; 


Year Ended Year Ended 

June 30, 1923 June 30, 1924 June 

... $13,959,100 $5,500,800 C 

ay 475,000 42,059,092 
95,935,157 124,008,650 
24,494, 163 12)318,910 
35,495 55,952,250 
ee 5,714,010 79,000 
ce 1,144,000 1,977,900 
2203; 105 1,773,143 

$144, 860,030 $243, 869,746 $175 


The classes of securities authorized 
during the last fiscal year were as fol- 


lows: Stocks, $101,866,563; bonds, $70,- 
833,600; notes, $2,894,955; certificates, 
$200,000. 


The purposes for which these securi- 
ties were authorized were as follows: 
Additions and betterments, $148,027,- 
069; refunding, $11,516,756; collateral, 
$14,529,000; reorganization, $1,722,293. 

There were pending before the com- 
mission on June 30, 1925, applications 
to issue $39,280,350 of securities. 


completed their audit to the 
June 30, 1925. He said: 


‘This report is submitted in ace 
with the form used by the former m 
ment; it is subject to the result 
Price, Waterhouse & Company audit 
revision as to form by the present 
tors. z 

It will be noted that the net im 
shown by the report for the month of 
1925, is $2,428. This covers rail 1 
To it should be. added the net ine 
the coach lines amounting to $8,111, 
the total net income for all activities 
Department of Street Railways $1 
The total net income for June, 1924, 


oa | 
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INSOLIDATED INCOME ACCOUNT OF MONONGAHELA WEST 


{| PE N PUBLIC SERVICE COMPANY AND SUBSIDIARIES 

ie 8 Year Ended Dec. 31, 1924 

| \ss operating earnings. Pate Sle ae 3 ta eli Sets SOD Be AEBS $5,633,984 
_ brating expensesand maintenance (including $145,161.21 

j ved for renewals, replacements and depletion)...... $3,400,778 

‘kes MC GIDE TEGCTAl) ec eens eevee etenees 323,301 3,724,079 
$1,909,905 
Po rns. hoicient Rt Ba Oe 37,138 
| $1,947,043 
‘erest on funded debt. . $992,833 

‘erest on floating debt. ; ‘ 

\\orization of discount.................... 134,972 

| i $1,204,952 

js proportion charged to improvement ac- 

MET Sais ialole feiaisseis =e lspe\cre lois apait horus 32,522 1,172,430 

ntals and other deductions................-.00.0005 25,841 1,198,272 
6 income available for dividends on capital stock of Monongahela 

est Penn Public Service Company..........0. 0-0 ce ecu e eee $748,771 


CONSOLIDATED INCOME ACCOUNT OF WEST PENN RAILWAYS 


AND SUBSIDIARIES FOR 
Year Ended Dec. 31, 1924 


Gross operating earmings theca: saan etre ae ee $18,646,895 


Operating expefises and maintenance (including 
$1,569,343.80 ceserved for renewals, replacements 


and depletion)... 5) 1... . $12,169,456 
Taxes (including federal) 1,034,408 13,203,865 

5,433,029 
Nise cllancous.incomen sk iiccenlas aciiaate Maca ae otra ten deak em enh da ee 

~~ $6,869,2 
Interest on funded debt... .. $3,408,708 : 3 
Interest on floating debt.. é 122,134 
Amortization of discount..........0....:. 213,163 
‘ ; $3,744,0u6 

Less proportion charged to improvement 

ACCOUMES \..".,. Hk ae eke ante teen erate 500,154 3,243,852 
Dividend accured on preferred stock of West Penn 

Power Company in possession of public............ 740,100 
Income applicable to common stock of West Penn 

Power Company owned by the West Penn Company. . 505,182 4,489,135 
Net income available for dividends on capital stock of West Penn 

URAL V IG! con 0: 5 5.1 Sead dete Geb et Rea ais are eee $2,380,164 


| 

L985. In both instances the term ‘net 
some” means the actual balance left after 
ying all expenses of operation, main- 
janee, taxes, interest, sinking funds, etc. 


‘West Penn Companies Report 
1924 Operation 


| 

‘The net income available for divi- 
nds on capital stock of the West Penn 
ilways, Pittsburgh, Pa., for the year 
ided Dec. 31, 1924, was $2,380,164. 
ae net income available for dividends 
| eapital stock of the Monongahela 
lest Penn Public Service Company was 
‘'48,772. These figures are shown in 
le accompanying tables, which were 
ined in the annual report of the 
jest Penn Company, the West Penn 
ailways, West Penn Power Company 
jd the Monongahela West Penn Public 
arvice Company. 

'The railway companies continued 
iring the year their policy of raising 
\e standard and safety of the service. 
‘The Wheeling Traction Company pur- 
jased and placed in operation 21 steel 
ies of the latest design for city opera- 
on. Each car has a seating capacity of 
{ and is equipped with all modern 
ifety devices for either one-man or 
¥vo-man. operation. 

‘The West Penn Railways constructed 
_ its own shops and placed in opera- 
on six steel, center-entrance, interur- 
im type cars with seating capacity of 
t each. The company entered into a 
‘eight interchange arrangement with 
te Pittsburgh Railways for service be- 


tween Pittsburgh and points served by 
the West Penn in Westmoreland and 
Fayette Counties, Pa. For this service, 
six double-truck freight cars were con- 
structed for operation in trains of two 
or more units. Service began Aug. 1, 
1924, with two cars, and by Dec. 31 six 
cars were in operation. This class of 
business, operated largely during the 
night, is proving profitable. 

On April 15, 1924, the company issued 
and sold $38,500,000 principal amount 
of its three-year 6% per cent gold deben- 
tures, dated April 1, 1924. The pro- 
ceeds of this issue were used to reim- 
burse the company for expenditures 
made and to be made for additions and 
betterments to the property of the com- 
pany, for financing improvements and 
extensions of subsidiary companies and 
for other corporate purvoses. 

The Monongahela West Penn Public 
Service Company purchased and placed 
in operation on its main interurban line 
two center-entrance interurban cars, 
with seating capacity of 72, and three 
modern one-man safety cars in Mari- 
etta, Ohio. Through a subsidiary com- 
pany — Monongahela Transport Com- 
pany—the operation of buses was begun 
on April 1, 1924, over a new state 
highway between Morgantown and 
Rivesville, W. Va., connecting at the 
latter point with its interurban electric 
railway service. During the year the 
funded debt of the company was in- 
ereased in the amount of $356,000 by 
the issuance of first lien and refunding 


convertible 6 per cent gold bonds, series 
A, and the capital stock issues were 
increased in the amount of $250,000 
par value of common stock and $1,031,- 
981 par value of preferred stock. The 
proceeds from the sale of these issues 
were used to acquire the property and 
rights of the Clarksburg Gas & Electric 
Company, partly to reimburse the com- 
pany for expenditures made in the en- 
largement of its facilities and for other 
corporate purposes. 


Purchase Proposal Renewed 
at Phoenix 


A proposal for the purchase of the 
Phoenix railway has been addressed to 
the City Commission through City Man- 
ager L. B. Hitchcock, appointed by the 
commission to have an appraisal made 
of the railway and act as its agent in 
offering the system for sale. The pro- 
posal came from the Buchanan & Layng 
Corporation, New York City. 

A survey and appraisement of the 
system were completed a few days ago 
and the proposition of the Buchanan & 
Layng Corporation followed. No fig- 
ures were made public by Manager 
Hitchcock, who said he had no authority 
to announce the nature of the proposal 
made to the commission before a meét- 
ing can be had by it. Four out of five 
of the commissioners are out of the 
city on vacation. The commissioners 
on vacation have been wired to give the 
earliest possible date on which they 


nae wopin ae Since War e eae Kear Since War 
| Latest | Aco go | High Low Cons ectus atest | go 40) High Low 
‘Street Railway Aug: daly. be on Age. a p Hing: News-Record... Aue: | July | Aus June | Mar. 
Mis ase | rae | 77 | 69s | Tae | See : Cbiergeion caste | A | ave | aos | Beat | eee 
as ‘ : : ; : ' : ‘ 2! 973, $ 
"Street Railway | Aug. | July | Aug. | Sept. | Oct. Sala 
atieteriaies 1925 | 1925 4 1920 | 1924 Indexes USS. Bur Habe eu ane aa Ror ea aecs alee 
| 54-6 pane al ans for modities 1913 = 100| 159.9 | 157.4 | 147.0 | 247 | 138 
mee nalray oe 1995 1924 0 1993, August Bradstreet’s Aug.) | July || Aug. 1| Feb. 1 | June 1 
1913 = 100 222.6 | 222.5 | 220.0 | 232 | 206.8 1925 Wholesale Com-| 1925 ee eel eS 1921 
Meee aired July 31 |June 30|July 31| July 31|July 31 PODS 1913=9.21| 14.24 : Foes .8 10.62 
Orders (Million | 1925 | 1925 1924 1920 | 1924 Compiled for Publi- |} Dun’s Wholesale | Aug. ]| July} | Aue. 1) May 1) July | 
| Tons) 1913 = 5.91 | 3.54 | 3.71 | 3.19 | 11.12} 3.19 cation in this Paper Commodities 1925 et 1924 | 1920 | 1921 
‘Tgmek Clenrings| Yay | tos | 904 | tele | 1923 : Gat hae tava cme Woe a a, (ana 
r t: idi Tr s. 7 SS. ur. Lab. Stat. uly une uly une ivlar. 
| Guttide N.Y. City | 40757 | 18.24 | 16.33 | 48.54 | 10.65 || A!bert S. Richey | pai food 1925 | 1925 | 1934 | ‘1920 | 1922 
Ee ME ciet nbiesduly. | Jen :\cSee Bae ee paeiwsy 1913 = 100 160 | 155.0 | 143.3 | 219 | 139 
Business Failures | 1925 | 1925 | 1924 | 1924 | 1924 ea Nat. Ind.Conf.Bd.| July | June | July | July | Aug. 
_ Number 452 | 1457 1548 2231 1277 Worcester, Mass. j Cost of living 1925 1925 1924 1920 1922 
ies (Millions) | 30.47 | 38.81 ; , 1914-= 100 168.7 | 166.9 | 161.7 | 204.5 | 154.5 


tion and maintenance, weighted according to average use of such 


*The three index numbers marked with an asterisk are com- 
uted by Mr. Richey, as follows: Fares index is average street 
uilway fare in all United States cities with a population of 50,000 
r over except New York City, and weighted according to 

l m. Street Railway Materials index is relative average 
ce of materials (including fuel) used in street railway opera- 


- * 


materials. Wages index 


is relative average maximum hourly 


wage of motormen, conductors and operators on 100 of the largest 


street and interurban railways operated 


in the United States, 


weighted according to the number of such men employed on 


these roads. 
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can convene in Phoenix to consider the 
purchase proposal, and also review the 
survey which they instructed the city 
manager to have made. 


City Urged to Take Over 
Peterboro Radial Railway 


Officials of the Hydro-Electric Power 
Commission recently told the City 
Council of Peterboro, Ont., that the 
Peterboro Radial Railway would have 
to be taken over from the Hydro- 
Electric Power Commission owing to a 
deficit last year of $41,000 and a total 
deficit since 1916 ‘of $181,000. New 
equipment is needed, the officials stated, 
to keep the system running. The com- 
mission has no money for such capital 
expenditures. 

It was proposed to the Council that 
the city pay $150,000 for the system, 
spend $75,000 on rehabilitation and 
allow the Hydro-Electric Power Com- 
mission to operate the system for the 
city. 


Decreased Traffic in Porto Rico 


The earnings of the Porto Rico Rail- 
way, San Juan, P. R., for 1924 show 
an increase of $111,000 over 1923. The 
report of 1924 shows operating profit, 
after depreciation, of $420,872 com- 
pared with $447,320 for 1923, but be- 
fore depreciation. To place the two on 
a parity, the addition of the difference 
between depreciation accounts should 
be added to operating profits, which 
makes the totals stand, 1924, $544,514; 
1923, $433,854. The report shows that 
expenses per cent of operation were 
60.54, as compared with 67.27 per cent 
last year, while after taxes are de- 
ducted these totals stand at 55.64 and 
61.50 respectively. The increase in 
revenue is due to the sale of power. 
The railway suffered materially from 
jitney competition, as evidenced by the 
following figures on the passengers 


carried: 
1924 1923 
Passengers carried ...3,935,713 5,103,186 
Passenger cars, miles.1,009,260 1,165,838 
Passenger earnings, 
per) car-miley Ley aes 1796 .2192 


Freight business showed an increase 
of 5,500 tons. 


Property Acquired.— The Southern 
Ohio Public Service Company, Zanes- 
ville, Ohio, has been authorized by the 
Public Service Commission to acquire 
the Columbus, Newark & Zanesville 
Electric Railway at a fixed appraisal of 
$7,681,297. The purchasing company 
was also authorized to issue. $1,000,000 
of first mortgage bonds to finance the 
acquisition. 

Profit for First Six Months at Albany. 
—A deficit of $27,087 for the second 
quarter of 1925 was reported by the 
United Traction Company, Albany, 
N. Y., in its report filed with the Public 
Service Commission. The deficit, in 
contrast with a profit of $31,666 for 
the first quarter, was due to the annual 
summer falling off of passengers and to 
construction, according to Ernest Mur- 
phy, general manager. The figures do 
not include those of the operation by 
the Capitol District Transportation 
Company of buses at Cohoes and Rens- 
selaer. The deficit for the second quar- 
ter is an improvement of more than 
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$200,000 over the record for the similar 
period last year. Although the total 
operating revenue this year showed a 
marked falling off from last year, oper- 
ating expenses were reduced, leaving 
a net operating revenue decidedly larger. 


Railway Service Ends.—Service on 
the Corona line of the New York & 
Queens County Railway, New “York, 
N. Y., was ended on Aug. 10 by direc- 
tion of Gen. Lincoln C. Andrews, re- 
ceiver of the road, following an order 
of the Transit Commission. This line 
has run from the Woodside carhouse at 
Long Island City through Woodside 
Avenue and Broadway to Elmhurst and 
then through Corona to the Flushing 
meadows. It was built in 1895 to sup- 
ply the northern section of Queens. 
The Corona extension of the elevated 
lines, however, took away practically 
all of the road’s patronage, and for the 
past two years it has been run at a 
deficit. 


New Interests in Charge at Hannibal. 
—Controlling interest in the Hannibal 
Railway & Electric Company has passed 
to Hannibal, Mo., residents and Frank 
T. Hodgdon has been elected president 
of the new directorate, with Bruce 
Mainland, Chicago, vice-president, and 
Sinclair Mainland, Hannibal, secretary- 
treasurer. The death within the last 
year of Sinclair Mainland, Sr., and 
William Mainland of Oshkosh, Wis., 
brought about the reorganization of the 
company with Messrs. Hodgdon, Bruce 
and Sinclair Mainland, and George D. 
Clayton, Charles E. Rendlen, Hannibal, 
and Frank Hixson, Chicago, as direc- 
tors. The new owners have announced 
that several improvements are to be 


‘undertaken within a short time. 


Surface Line Net Holds Up.—Earn- 
ings of the New York Railways Corpor- 
ation, New York City, for June, the 
second month of operation under the re- 
organization plan, show a surplus after 
all fixed charges, exclusive of adjust- 
ment income bond interest, of $57,818, 
compared with $32,154 in May. Gross 
revenues of $702,595 were $60,773 under 
those of last year, but $41,020 more 
than in May. For the first two months 
gross showed a decrease of $166,053 
from 1924, but net after taxes increased 
$173,709. 


Service Stopped—Line to Be Torn 
Up.—According to George Waller, man- 
ager of the Dominion Power & Trans- 
mission Company, the Oakville to Bur- 
lington section of the Hamilton Oakville 
radial line, on which service was re- 
cently discontinued, has not been paying 
for some five or six years. He said the 
loss has been so big that there was no 
use in running the line, which will be 
torn up. Service between Hamilton and 
Burlington is still being carried on. Mr. 
Waller said that the bus and the pri- 
vate automobile were both responsible 
for the discontinuance of the line. 


Net Income $175,638.—Arthur Brady, 
receiver for the Union Traction Com- 
pany and its allied interests, has filed 
in the Cireuit Court at Anderson, Ind., 
a report showing receipts and expendi- 
tures for the period from Jan. 1 to May 
31 this year, together with the gross 
income of the company for the five- 
month period covered in the report. 
The report shows revenue received from 
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transportation and other sources 
compared with operating and other | 
penditures as follows: Transportatic 
revenue, $1,176,761; other railway ope 
ations, $57,545, and a total income ¢ 
$1,234,306. Operating expenses we 
$992,133, leaving a total gross revem 
of $242,172. Taxes for 1925 were esi 
mated at $75,000, leaving a balance | 
$167,172. With other income of $8,4( 
the total net income of the compar 
was $175,638. 

Denver Tramway Sale Sept. 11.—T] 
Denver Tramway properties are to | 
sold at Denver, Col., on Sept. 11, | 
Judge Henry A. Dubbs, the speci 
master appointed, announces. The w 
set price has been fixed at $3,500,0( 
by Judge Robert E. Lewis. 


Surety Company Contest Rental Pa: 
ment.—The American Surety Compar 
must pay the East St. Louis & Subu 
ban Railway, East St. Louis, Ill, f 
unpaid rental on cars secured from ¢} 
road by the defunct Interurban Expre 
Company during January, Februai 
and March, 1922. Judge George Cro 
of the St. Clair County Circuit Court . 
Belleville, Ill., ruled on Aug. 12. Jud 
ment to the amount of $2,269.73 wi 
granted against the surety compan 
The defendant will appeal to the Apps 
late Court at Mount Vernon, Il. T 
contract of the express company wi 
the railway required it to post a $5,01 
surety bond to guarantee the payme 
of rental of express cars. The expre 
company: failed in 1922 and was unab 
to pay the rent for cars used during t 
first quarter of that year. When # 
railway sought to collect from # 


bonding company it contended it hi 


not been given proper notice of the u 
paid bills for rent. 


Valuation Arguments Concluded. 
At a recent hearing before the Mar 
land Public Service Commission held 
determine the valuation of the proper 
of the United Railways & Electric Cor 
pany, Baltimore, arguments were ¢ 
cluded and the commission is expect 
to fix the valuation in the fall. T 
United was represented by Joseph 
France, William H. Maltbie and Edw 
G. Baetjer as_its counsel. In a bri 
filed by counsel for the United a figu 
of $106,641,000 was presented for co 
sideration in determining the valuatio 
Included in this is reproduction value 
physical property, less depreciatic 
plus going value and easement value. 

$30,744 Available for Surplus —T 
Stockton Electric Railroad, Stockto 
Cal., reports to the Railroad Commi 
sion its 1924 operating revenue © 
$311,930. compared with $335,484 f 
1923. The operating expenses, exclu 
ing taxes, for 1924 are reported © 
$262,282 and for 1923 as $278,794, lea 
ing a net operating revenue of $49,6 
for 1924 and $56,689 for 1923. Duri 
1924 taxes charged to operation we 
$23,278 and for 1923 $25,618. Deduc 
ing the taxes leaves operating incon 
of $26,369 for 1924 and $31,071 f 
1923. Adding to the operating incon 
the non-operating income of the om 
pany results in a gross corporate 
come available for interest, amortiz 
tion of debt discount, other fix 
charges, non-operating expenses, dit 
dends and surplus, of $30,744 for 19 
and $35,232 for 1923. 


. 
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SS 
Personal Items 


_E. C. Foster Retires 


‘ial at Manchester Withdraws from 
Industry After Fifty-three Years 
of Active Service 


ifty-three years of service in the 
fet and electric railway industry is 
record of E. C. Foster, who has just 
das president of the Manchester 
Sen, Light & Power Company, 
‘achester, N. H., following purchase 
the controlling interest in the com- 
y by the Insull interests. Mr. 
ter intends to move to Florida, 
‘xe he will build a home and reside 
‘the future. 
‘his is a plan that Mr. Foster has 
‘in mind for some time. Many men 
‘e similar thoughts, but the pro- 
‘ous opportunity often is lacking. 
| Foster decided that with the sale 
the property of which he has been 
head for thirteen years the time 
| arrived for him to put into effect 
_ plan which he had for some time 
rished. 
\fter all, it was not an easy decision 
reach. "Most of Mr. Foster’s work 
| been done in New England, he had 
‘ome firmly rooted in the work at 
mchester and to give it up and re- 
ve to the South meant the severing 
‘contacts that were, indeed, dear to 
t was only three years ago that 
low railway men of New England 
ned out en masse to honor Mr. 
ster on the completion by him of 50 
igs of service in the industry. That 
s one of the most impressive celebra- 
‘ds of its kind ever held, participated 
by the public through its elected and 
pointed representatives. There is no 
id now to recapitulate the events of 
\t meeting with its many encomiums 
expressions of good will. It was a 
‘morable event and it was fittingly 
ut with in this paper in the issue for 
ne 3, 1922. Itis given to few men to 
‘similarly honored by the industry of 
lich they are a part. 
in the light of the present develop- 
mts of the art of electric railroading 
is difficult if not impossible for the 
ire recent recruits to the business to 


88 when Mr. Foster was engaged 
helping to electrify the Lynn & Bos- 
1 Railroad, one of the first installa- 
ns of its kind in the country. Even 
m Mr. Foster had seen thirteen years’ 
tvice in the industry. Think of that! 
lppose he had kept a diary of his 
ventures. So his career is followed 
th the Lynn & Boston, the Massa- 
— Electric Companies, the New 

ans Railways, Sanderson & Porter, 

York, in valuation work, and 
lly at Manchester. In all this time 
bs Poster is reported never to have 
d any serious trouble with labor on 
® roads that he managed. This record 
me. is sufficient to write his name 
ee in the annals of industrial, 


Bi 


wualize the state of the industry in 


H. M, Lytle 


Three New Vice-Presidents with 
Chicago Traction Interests 


In line with the policy of the Insull 
interests to elect to executive posts men 
who fill the important office of director 
of public relations, Hal M. Lytle, for- 
merly a director of the Illinois Public 
Utilities Information Bureau, was made 
a vice-president of the Chicago Rapid 
Transit Company and the Chicago, 
North Shore & Milwaukee Railroad in 
charge of publicity, advertising and 
public relations work of the two prop- 
erties. His appointment, as well as 
that of C. E. Thompson, formerly as- 
sistant to the president of the Chicago, 
North Shore & Milwaukee Railroad and 
more recently vice-president of the 
same company, to the vice-presidency 
of the Chicago Rapid Transit Company, 
and W. V. Griffin, formerly secretary 
and treasurer of the Chicago Rapid 
Transit Company to a vice-presidency 
of both companies, was referred to in 
the ELECTRIC RAILWAY JOURNAL, issue 
of Aug. 15, page 263. 

Starting his newspaper career on the 
Urbana Courier while attending the 


W. V. Griffin 


University of Illinois, Mr. Lytle went 
to Chicago in 1906 and took a position 
with the old Chicago Inter-Ocean. Later 
he became associated with the Herald, 
and was financial editor of that paper 
for four years. Directly previous to 
his utility work he was on the repor- 
torial staff of the Chicago Tribune. He 
spent a total of thirteen years in Chi- 
cago newspaper work. 

The Illinois Committee on Public 
Utility Information was organized at 
the suggestion of Samuel Insull at the 
time Mr. Lytle began that work. It 
has been the model for 27 other similar 
committees now active in 36 states. As 
associate director of the committee Mr. 
Lytle carried out much of the detail 
in organizing the committee and in 
making it a successful working organ- 
ization. Because of this knowledge he 
has been able to render valuable assist- 
ance to other state organizations in zet- 
ting started. 

Mr. Lytle is secretary of the publi- 
cations committee of the companies 
under the management of Samuel In- 
sull and his associates. Because of his 
activities in the state committee field 
Mr. Lytle is well known in the electric 
railway industry. 

He will have charge of all advertis- 
ing and publicity of the two transporta- 
tion companies with which he has be- 
come identified and will no longer be 
directly connected with the [Illinois 
committee. 

W. V. Griffin, secretary and treasurer 
of the Chicago Rapid Transit Company 
and the Chicago, North Shore & Mil- 
waukee Railroad, was made secretary 
and treasurer of the Northwestern 
Elevated Railroad in 1897, at the time 
of the organization of that company. 
In this position he served until the: 
consolidation of the Chicago elevated 
companies in 1911, at which time he 
was given the same office in the con- 
solidated companies. In 1916, when the 
Chicago, North Shore & Milwaukee 
Railroad came under the management 
of Samuel Insull and associates, Mr. 
Griffin was also made secretary and 
treasurer of that company, which posi- 
tion he has also held until the present 
change. 

Mr. Griffin has served on various 
committees of the American Electric 
Railway Association during his 28 
years of electric railway service. He 
is well known in the financial affairs 
of the industry. 

Charles E. Thompson, another vice- 
president, has spent more than 25 years 
in the service of the Chicago, North 
Shore & Milwaukee Railroad. A biog- 
raphy and a portrait of him were pub- 
lished in the ELgectric RaiLway Jour- 
NAL, issue of June 27, page 1034. 


Manchester Personnel Largely 
Unchanged 


Few changes have been made in the 
personnel of the Manchester Traction, 
Light & Power Company, Manchester, 
N. H., bought by the Middle West Util- 
ities Company. E. C. Foster, for thir- 
teen years president of the company, 
tendered his resignation to the Chicago 
interests and it was accepted after 
Martin J. Insull had paid a glowing 
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tribute to him as one of the most 
capable public utility executives in the 
East. Mr. Insull himself will head the 
new organization. 

J. Brodie Smith, who has served for 
years as vice-president and general 
manager of the company, has been re- 
tained in the same capacity by, the 
Middle West company. In reality, he 
will be the active head of the concern, 
for Mr. Insull does not intend to spend 
much time in Manchester. Neither does 
he plan to send any of his Chicago 
executives to New Hampshire. 

Allan M. Wilson of Manchester will 
continue as clerk and George S. West 
of Boston as treasurer. 

The new members of the board of 
directors include Mr. Insull, W. S. Wy- 
man-of Augusta, Me.; W. A. Buttrick 
of Boston, James A. Ryan of New York, 
R. J. Andrus of Boston and George Otis 
Spencer of Boston. 

Retained on the board from Man- 
chester are J. Brodie Smith, William 
Parker Straw, Albert O. Brown and 
Walter M. Parker. Elbert Wheeler of 
Nashua is also a member of the body. 


V. W. Berry in Richmond 


Volney W. Berry has been appointed 
assistant to the vice-president and gen- 
eral manager of the Virginia Railway 
& Power Company, Richmond, Va., 
which recently went under the execu- 
tive management of Stone & Webster, 
Inc. Mr. Berry has been with the 
Stone & Webster interests in Texas 
since 1906, having served as master 
mechanic of the railways in Dallas and 
Houston as well as district master me- 
chanic for all the Stone & Webster 
properties in Texas. At the time the 
interurban was built between Houston 
and Galveston he was made general 
superintendent of the line. In 1913 he 
was appointed general superintendent 
of the Northern Texas Traction Com- 
pany at Fort Worth and continued in 
that position until his recent promotion 
to Richmond. 

For two terms he served as chair- 
man of the railway section of the 
Southwestern Public Service Associa- 
tion and at other times he prepared 
papers of benefit to the railway mem- 
bers of the association. He is a member 
of the American Hlectric Railway Asso- 
ciation committee on education and has 
served as regional vice-chairman of the 
southwestern district of the American 
Electric Railway Association committee 
on interurban operation. 


W. O. Strangward, secretary of the 
Melbourne Tramways board, Melbourne, 
Australia, was in New York during 
early August on a trip around the 
world. While in America, he will stop 
at Banff, in the Canadian Rockies, for 
a brief rest. He expects to sail on the 
S.S. Niagara from Vancouver on 
Aug. 25. 

W. Ed Davis has returned to Fair- 
mont, W. Va., where he formerly was 
located, and has assumed the duties of 
acting general superintendent of the 
railways department of the Mononga- 
hela-West Penn Public Service Com- 
pany, succeeding Jacob I. Beals. Mr. 
Davis has 24 years of continuous serv- 
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ice with the company to his credit. He 
was first employed at Fairmont as a 
conductor, but when the interurban line 
was extended to Clarksburg he was 
sent there as dispatcher. 

B. A. Webster, general manager of 
the old Maumee Valley Traction lines, 
Toledo, Ohio, has been placed in charge 
of operation of the bus lines consoli- 
dated by the railway interests since the 
abandonment of the railway service. 
The Maumee Valley Company will be 
the name of the new consolidated cor- 
poration, which will serve the Maumee 
and Perrysburg districts. 


Nels C. Rasmussen Chairman 
Wisconsin Railway Section 


Election of Nels C. Rasmussen, 
superintendent railway department Wis- 
consin, Valley Electric Company, as 
chairman of the railway section of the 
Wisconsin, Utilities Association is a fit- 


N. C. Rasmussen 


ting recognition of his instructive in- 
fluence in Wisconsin railway activity. 

As superintendent of the railway 
property in Wausau he has managed to 
operate at a profit throughout the war 
period and up to the present time on 
a 5-cent fare. Winning of public con- 
fidence and support was an important 
factor in this accomplishment. Accord- 
ing to the statements of the Mayor 
of his city, as expressed at the recent 
meeting of the association at Wausau, a 
frank spirit of co-operation and under- 
standing exists between the utility 
and city authorities. As a result unfair 
paving charges have been removed and 
have made possible the present satis- 
factory state of affairs. 

Born in Denmark in 1883, Mr. Ras- 
mussen received his early school edu- 
cation in that country. He entered the 
service of the Danish State Railway 
at the age of sixteen. Two years later 
he was drawn into military service. 
In the winter of 1904 he emigrated 
to the United States and settled in 
Wausau. In January, 1908, he entered 
the service of the Wausau Street Rail- 
way as a motorman. But the qualities 
of the man stood out. A little over two 
years later he was made assistant 
superintendent in charge of the opera- 
tion of cars. In April, 1915, he was 
given charge of the railway property 
in his present capacity. 


Niagara Falls. His enthusiasm 
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Obituary 


Sir Adam Beck 


Sir Adam Beck, chairman o 
Hydro-Electric Power Commissi 
Ontario, and father of the Hyd 
tem in that province, chairman 
commission operating the Lond 
Port Stanley Railway, the Pet 
Radial Railway and the so 
Hydro-Electric Railways, died from pe 
nicious anemia, at his home in Loniic| 
Ontario, on Saturday, Aug. 15, in ij) 
68th year. He had béen sufferi 
several months and had only recen 
returned from Baltimore, where jj 
underwent special treatment. 4 

Some idea of Sir Adam Beck’s 
mendous capacity for work even 
fighting such a deadly malady =z 
nicious anemia may be obtained 
a scrutiny of his activities during 
time he was in South Carolina 
this year in search of health, th 
weeks while he was undergoing t1 
ment in Baltimore and during the pai 
few months since his return to Canad 
While in Aiken, S. C., and even 
in Baltimore, he arranged for day-ti) 
day reports from his secretaries 
London and Toronto on all matter 
public interest or concern, and 
his bedside he directed the managen 
of the provincial Hydro system, receis) 
ing regular visits from F. A, Gaby} 
chief engineer. Since Sir Adam’s ri| 
turn to London these visits from Hydr} 
officials had been more frequent 
not until the coma that presaged dea 
came upon him did he relinquish #) 
controlling direction of the huge 
prise he had created. 

The beginning of Sir Adam’s interes 
in the supply of cheap electric pe 
to the people of Ontario was in 
when he was appointed a commiss 
to investigate the development 
distribution of electric power f 


i) 
} 
{ 


rapidly, and in 1906, as minister 
out portfolio in the provincial g | 
ment, Sir Adam introduced a power bil 
in the Legislature creating the Hydro) 
Electric Power Commission. He wai 
appointed chairman of the comm 

in June of that year. This position hi) 
continued to hold up to the time ¢ 

his death. 

Sir Adam had very wide inter 
He was Mayor of London from 19 
to 1904. He was president of the 
of Municipalities in 1904 and held 
in various other organizations. Kn¢ 
far and wide for his interest in # 
oughbred horses, Sir Adam was 
moter of the Canadian Jockey Club 
was master of the London Hunt 
With Lady Beck he was a regular 
hibitor at the New York Horse 
in the days of its glory. 

During the war Sir Adam ren 
valuable service to the cause of 
Allies as director of remounts. 
personally supervised the purcha 
army horses for the Canadian f 
He was knighted in 1914. 

Sir Adam was born at Baden, 
tario, and his early education w: 
ceived in Ontario institutions. In 
he engaged in the iron foundry | 
milling business with his father, — 
late Jacob B. Beck, at Baden. 


1 
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Manufactures and the Markets 


News of and for Manufacturers—Market and Trade Conditions 
A Department Open to Railways and Manufacturers 
for Discussion of Manufacturing and Sales Matters 


al Strike Involving Bituminous 
| Field Seems Likely 


\s the breach widens between the an- 
racite operators and their men, and 
| the possibility increases that the 
juminous union field may become in- 
|ved, indications are that federal in- 
| vention is going to be withheld more 

‘mly than ever before. If there is 
‘leral action it is more likely to come 
‘ym Congress than from executive 
\cials. Even Congress is slow to'take 
| nd in an industrial dispute, but it 
ly have an opportunity to thrust in 

/ arm earlier than Dec. 7, as the pres- 
ve for an extra session intended to 
asider tax revision, is becoming in- 
oasingly great. 

‘Recent reports received from Wash- 
‘yton indicate that the administration 
‘ll be less inclined than ever to mingle 

the affairs of private business, even 
| the simplest réle of counselor, since 
\eretary Hoover’s experience with the 
cksonville agreement. 

‘Observers in the executive depart- 
ants, representing as they do the 
ole "public, are disinclined to criticise 
jher party to the existing controversy, 
\t the coal specialists outside the gov- 
nment service are very frank in ex- 
‘essing the opinion that the mine 
orkers are deliberately picking a 
larrel. They believe Mr. Lewis’s posi- 
bn with regard to the attendance of 
|D. Warriner and W. J. Richards 

untenable. There is general concur- 

nee in the view that one party to a 
age negotiation may not dictate who 
jall represent the other side any more 
\an may one party to a business deal 
‘ck the men with whom they will con- 
bs 
‘On the other hand, those familar 
ith these and previous negotiations 
) not blame Messrs. Warriner and 
iehards for feeling that life is too 
tort to expend it arguing with those 
hho do not intend to be convinced at 
ay cost. It is idle to speculate as 
| what Messrs. Warriner and Richards 
ave in their minds. The plain fact is 
iat negotiations have been broken off 
ad the mine workers have to shoulder 
1e responsibility for the break. The 
nthracite decision of the Interstate 
ommerce Commission will affect the 
latter of the joint application for re- 
aced freight rates. It hardly is sup- 
osed now that Mr. Lewis will renew 
is proposal, as it obviously would be 
opeless to go before the commission 
seking a rate reduction when it just 
as been over the ground and has made 

ision. 

The decision also supports strongly 
he contentions of the operators that 
ney are facing permanent loss of mar- 
et. While the all-rail rate on smoke- 
fe coal is more than the water rates 

board and some interior points, 
he additional cost, however, is declared 


k 


_ plan. 


to be much more than offset by the 
lack of breakage which occurs when 
the coal is loaded in West Virginia and 
moves in the same car to destination 
in New England. If the coal goes by 
water, with attendant handling on and 
off ship, a high percentage of fine coal 
inevitably results. More significance 
than heretofore is attached to efforts to 
establish that the bituminous contract 
also is involved, but it is noted that the 
public is apparently not allowing itself 
to be stampeded. 


Yellow-General Motors Deal 
- Effective Sept. 1 


Operation of the Yellow Cab Manu- 
facturing Company and the truck divi- 
sion of the General Motors Corporation 
as one, under the name of the Yellow 
Truck. & Coach Manufacturing Com- 
pany, will be in effect on Sept. 1. 

This announcement was made on 
Aug. 17 by John Hertz, who will be 
chairman of the board of directors of 
the new company, after stockholders 
representing 490,000 shares of the 600,- 
000 shares of the Yellow Cab Manufac- 
turing stock outstanding voted to ap- 
prove the merger, which was negotiated 
for them by Mr. Hertz. 

As a result of the approval by the 
stockholders the truck division of Gen- 
eral Motors will be acquired by Yellow 
Manufacturing through stock ownership 
of 800,000 shares of the Yellow Cab 
Manufacturing stock, par value $10 a 
share. The truck business being ac- 
quired has a value of $16,000,000 as of 
April 30, 1925. 


Cable and Wire Company 
Being Rehabilitated 


More than 90 per cent of the creditors 
and stockholders of the Habirshaw 
Electric Cable Company, New York, 
have deposited their claims and stock 
for exchange under the reorganization 
George H. Walker has been 
chosen chairman of the board of di- 
rectors of the new concern. The other 
directors are Francis T. Christie, John 
B. McGuire, George H. Sibley, Harold 
A. Donegan, Patrick H. Loftus, Francis 
O. Noble, Arlan L. Kline, William A. 
Sands, Jr., and John R. Newton. 

Claims filed with the receivers aggre- 
gated $10,004,113. Of these, $5,578,605 
were against the Habirshaw Electric 
Cable Company, Inc., $2,861,511 against 
the Electric Cable Company and $1,563,- 
997 against the Bare Wire Company— 
the two latter concerns being subsid- 
iaries of Habirshaw. 

All necessary preliminaries have been 
attended to and the properties in the 
receivers’ hands will soon be turned 
over and the Habirshaw Cable & Wire 
Corporation will be functioning as the 
successor company. 


Publishers Unite in Export Field 


Establishment of the Business Pub- 
lishers International Corporation, to 
meet more adequately the demand for 
specialized business publications in the 
fields of overseas trade and industry, is 
announced by the McGraw-Hill Com- 
pany and the United Publishers Corpo- 
ration, New York. They jointly will 
control the new organization. 

Three publications already in exist- 
ence form the nucleus of the new com- 
pany, which will maintain editorial and 
business representatives in the impor- 
tant commercial centers abroad. The 
papers are Ingenieria Internacional (In- 
ternational Hngineering), a McGraw- 
Hill industrial and engineering monthly 
circulating in Spain and Latin America; 
El Automovil Americano and_ the 
American Automobile (Overseas Edi- 
tion) in Australia, New Zealand, South 
Africa, India, Great Britain, Norway, 
Denmark, Holland, Belgium, in the 
Orient and other territories. 

The new corporation is headed by 
Mason Britton, president. He is vice- 
president of the McGraw-Hill Company. 
John Abbink, until formation of the 
new publishing firm business manager 
of Ingenieria Internacional, is vice- 
president and general manager. J. L. 
Gilbert, who was business manager 
of Ingenieria Internacional, is vice- 
president and secretary. C. A. Mussel- 
man, president of the Chilton Class 
Journal Company, the automotive pub- 
lications division of the United Pub- 
lishers Corporation, is treasurer. 

The board of directors includes, in 
addition to the officers, Charles G. 
Phillips, president of the United Pub- 
lishers Corporation; Malcolm Muir, a 
vice-president of the McGraw-Hill Com- 
pany; Philip S. Smith, editor of Inge- 
nierta Internacional, and George E. 
Quisenberry, editor of El Auwtomovil 
Americano and the American Automo- 
bile (Overseas Edition). 

“Tremendous development is taking 
place in overseas trade and industry,” 
said an officer of the corporation in its 
offices, 225 West 34th Street. “The de- 
mand for specialized business papers 
is growing in industrial and trade 
centers abroad. Organization of the 
Business Publishers International Cor- 
poration is in response to that demand 
and to meet it more effectively. The 
corporation will follow closely the ac- 
tivities of the two parent companies, 
the largest in the world in their fields.” 


Metal, Coal and Material Prices 


Metals—New York Aug. 18, 
Copper, electrolytic, cents per Ib.. 
heed wire base, cents per lb 
Lead, cents per lb.............. 

ZAC, CONUS POL IDs. cease cnce'e, oereicus dhe 
Tin, Straits, cents per Ib................ 
Bituminous Coal f.o.b. Mines 


Smokeless mine run, f.o.b. vessel, Hampton 


Roads, 21088 tons. 6.14.04 caret cisietolasivrns $4.30 
Somerset mine run, Boston, net tons.. 1.875 
Pittsburgh mine run, Pittsburgh, net tons. 1.95 
Franklin, Tl., sereenings, Chicago, net tons 1.95 
Central, [ll., screenings, Chicago, net tons $255, 
Kansas screenings, Kansas City, net tons.. 2,50 
Materials 
Rubber-covered wire, N. Y., No. 14, per 

TOOL: cae rtaiciate pane Kiar Ver adel Aese aoe $6.90 
Weatherproof wire base, N.Y., cents per lb. 18.50 
Cement, Chicago net prices, without ags. 2.40 
Linseed oil (5-bbl. lots), N.Y., per gal..... 1.08 
8s lead in oil (100-Ib. keg), N. a cents. 

Res Meee tether ete dary: Vel devaryee 1575 
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Rolling Stock 


Tennessee Electric Power Company, 
Chattanooga, Tenn., is resuming the 
work of remodeling and equipping 30 
of the cars with modern devices to 
provide for one-man operation. 

Key System Transit Company, Oak- 
land, Cal., is making plans to increase 
its rolling stock. Twelve new cars of 
the center-door type are being built in 
the Oakland shops. These cars are of 
the type used on the ferry route. Forty 
new cars for the traction division are 
to be bought in the open market. Bids 
were called for on Aug. 10 and specifi- 
cations have been issued. In addition 
to these new cars 80 of the cars now in 
service are to be rebuilt as soon as 
they can be spared from traffic, old 
motors being used in the rebuilding 
process. Ninety of the old wooden type 
of cars, now practically obsolete, will 
be scrapped. The specifications on the 
40 new cars follow: 


Date order was placed...... Aug. 10 (bids) 
Ty Pes OL Car saeco ees Steel 
Seating wcapacity rare cnc aecetetiaetetane eaueuere 48 
Totalawe1ent soko h epee seh dae eh eres 40,000 Ib. 


hength “over, ally psy as ee ee 45 ft. 6 in. 


Truck wheelbase a. sei eine 5 ft. 14 in 
Width over all-os a5 sae pec eaten 8 ft. 94 in 
Body. Reo ccteee eR Sie te Gece eee alos Steel 
Hendlinice ag tk we aha eter hame yer cookies Agasote 
RGOE. 2 ee west eats oe gear een nie vhs, oot Arch 
IAT PVAIGESOs, «joie ietatee eres Westinghouse SME 
Armature bearings sec. ee ee ces eles Sleeve 
ASNGS OAs sets teve seis tereh ae A.E.R.E.A., heat-treated 
ASduhehoerc A Seating occ OO AO OES Channel 
CarJsienalesystemy..c)a0- race Consolidated 
Cais MERIMITMINE Stale is bepencaseeh cate cee eee Bronze 
Center and side bearings.......... Friction 
Conduits and junction boxes......... Steel 
Control 


General Electric light-weight, type M 
Couplers 

Tomlinson automatic air and electric 
Door-operating mechanism...Door engines 


Energy-saving device...... Economy meter 
Fare iDOXES ieee ais. cause sloeien Johnson type D 
ENGGSIS! }..deect ashe «oor Eee ee ponte Helipse 
Hand brakes........... Pittsburgh handle 
Journal bearings Fa:. Lewes eee ee Friction 
Journal boxes......... Standard to maker 
MOLOrS is. oes cis tm Four 40-hp., inside hung 
Hnameler ce ness fase oe Sherman- Williams 
SEATS! reyaste ncaa acto omins Reversible cross 
Seating pmaterialic ast .awane stele Rattan 
Wertilatorsicr, marin cat saath Brill exhaust 
Wheels (type and size)............. 24 in. 

In connection with the rerouting 


scheme the commission has ordered the 
company to purchase immediately 30 
new cars of a type suitable for opera- 
tion in two or three car trains, and to 
build or purchase at least 30 cars a 
year until 100 of such cars have been 
installed. 


Track and Line 


Dominion Power & Transmission 
Company, Hamilton, Ont., recently 
‘ordered 6,600 ft. of girder rail to re-lay 
single track on Kenilworth Avenue, 
Hamilton. The rails will be laid in con- 
crete and will replace 70-lb. T-rail. The 
company contemplates re-laying approx- 
imately 3,500 ft. of 70-lb. T-rail in 
concrete on its Brantford & Hamilton 
Electric Railway from Main Street to 
Herkimer Street, Hamilton. 


Pennsylvania-Ohio Electric Company, 
Youngstown, Ohio, has displaced the 
old double track on Croton Avenue in 
New Castle with 3,400 ft. of new single 
track from the diamond turnout just 
east of Crawford Avenue to the end of 
the line. Track of modern type has been 
built with 7-in. rails placed on Inter- 
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national twin steel ties with Feralite 
welded joints. Concrete has been placed 
under ties at rails to a depth of 7% in. 


Savannah Electric & Power Company, 
Savannah, Ga., is planning the construc- 
tion of a spur line from its Port. Went- 
worth route to the sugar refinery. The 
length of the new track will be approxi- 
mately 3,500 ft. 


Portland Electric Power Company, 
Portland, Ore., announces that the new 
tracks on the Montavilla line between 
East Ankeny and East Twenty-eighth 
Street in Portland, where new concrete 
paving work is being laid, are ready for 
operation. The cost of the new job was 
$22,758. 


Seattle Municipal Railway, Seatttle, 
Wash., will begin work shortly on con- 
struction of the Fifteenth Avenue 
Northeast car line, at a cost of $72,000, 
the sum authorized by the City Council, 
and for which bonds have been sold. 
The line will be an extension of the 
Cowen Park ear line, crossing Cowen 
Park on a timber trestle and extending 
on Fifteenth Avenue Northeast to the 
city limits at Victory Way. It will 
afford transportation service to a large 
north end area now without adequate 
facilities. 
project in the ELECTRIC RAILWAY JOUR- 
NAL, issue of June 138, 1925, page 956. 

Connecticut Company, New Haven, 
Conn., in connection with the widening 
of the Post Road at Westport, Conn., is 
to replace the 85-lb. rails, 5 in. high, 
with 100-lb. rails that are 6 in. high. 


Trade Notes 


Ford Chain Block Company, Philadel- 
phia, Pa., through a recent purchase, 
acquires all patents, designs and equip- 
ment for the manufacture of the motor- 
bloc, an electrically operated chain hoist 
which has been manufactured for sev- 
eral years by the Motorbloc Corpora- 
tion, also of Philadelphia. Effective 
Sept.. 1 all motorblocs will be built in 
the plant of the Ford Chain Block Com- 
pany and sold as a Ford product. 
Through its acquisition the Ford com- 
pany is prepared to offer a complete 
line of chain hoists in both hand and 
motor operated types in a wide range 
of capacities. 


Cornell Iron Works, Inc., Long Island 
City, N. Y., has announced the removal 
of its main office and factory to 71-79 
Marion Street, Long Island City. A 
branch office will be retained at 601-5 
West 26th Street, New York City. 


Bridgeport Brass Company, Bridge- 
port, Conn., announces that Harold 
Bates has recently joined the sales 
department of the company and will 
be engaged with matters  pertain- 
ing particularly to sales organization 
and research. After serving in various 
capacities in the public utility business, 
mainly with the Boston Elevated /Rail- 
way, Mr. Bates assumed charge of new 
construction projects in Connecticut 
and Massachusetts for the electric rail- 
way interests then controlled by the 
New York, New Haven & Hartford Rail- 
road. Later his work developed along 
the lines of a scientific study of railway 
operation for the Connecticut Company. 
Leaving public utility for industrial 


' Tobias, manager of purchases. 


Reference was made to this 1 advisory capacities. 
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fields, Mr. Bates served successivel 
for five years as sales engineer i 
charge of the development of new prod 
ucts, superintendent of the sales en, 
neering department, supervisor of sa 
planning and later in charge of speci 
and jobbing sales of all new produce 
for the Winchester Repeating Ar 
Company. 

Carbolineum Wood Preserving Co: 
pany, Milwaukee, Wis., explains that 1 
has no branches or successors with 
exception of an office in Portland, O 
and that its entire business is conducte 
and directed from Milwaukee. 
Protexol Corporation is an entirely s 
arate concern and is successor to 
Carbolineum Wood Preserving Co: 
pany of New York. The item which: 
appeared under the heading New Ad- 
vertising Literature July 11, page 7 
referred to the latter corporation o 


Bethlehem Steel Corporation, N 
York, N. Y., has announced the resis 
nation of three prominent officials ef 
fective Sept. 1. They are Archibald 
Johnston, vice-president; Henry S. Sny- 
der, vice-president, and William 
It | 
said that these men will continue to act 
Mr. Johnston 
entered the physical testing depart- 
ment of the Bethlehem Iron Company 
in 1889. Mr. Snyder became assis 
to the president of the Bethlehem Ire 
Company in 1895. Mr. Tobias has b 
connected with the Bethlehem Steel 
Corporation and its predecessor, t 
Bethlehem Iron Company, for about 
years. 


New Advertising Literature 


Uehling Instrument Company, Pate L 
son, N. J., covers vacuum recorders 
its new bulletin, No. 140. These 
struments operate on the mercury 
umn principle and employ no moy 
parts, springs or diaphragms. Pern 
nent accuracy is claimed for this pri 
ciple, which is clearly illustrated by 
sectional diagram. 


Norma-Hoffmann Bearings Corpora- 
tion, Stamford, Conn., has issued an 
illustrated eighteen- -page pamphlet o 
“Norma” precision ball bearings, o: 
and closed types, and also an cent 
page illustrated folder entitled “Hof 
mann” precision roller bearings 
heavy loads and hard service. 


National Pneumatic Company, New 
York, N. Y., has issued a fifteen-pag 
pamphlet entitled “Step on It.” 
booklet describes and _ illustrates 
tomatic treadle operation. 


Acme Wire Company, New Haven 
Conn., has issued a new catalog wh 
is published in four sections, each d 
voted to a particular line of produc 
The four sections are of uniform siz 
7% x 108, punched for a loose-lea 
binder which the company furnishes 
Bulletins of especial interest are issued 
from time to time uniform in size, t 
be inserted with information concern: 
ing the products the company make: 
including magnet wire and special in 
sulated wire, coil windings and va 
nished insulating material. There ii 
also a complete magnet wire specific 
tion in one section. ‘ 
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